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ONE MAN 


Can easily handle these three trucks loaded with boxes in 
which you can pack a whole carload of goods. 










H&D CORRUGATED FIBRE BOARD BOXES 


Come to you folded flat, ready to open up, pack and seal. 
Think of the saving in storage and handling. 

Think of the convenience and cleanliness. 

Do away with noise, dirt and waste in your packing room. 


Write for free manual “HOW TO PACK IT’—it will 


surprise you. 


THE HINDE & DAUCH PAPER CO. 
CANADIAN TRADE SANDUSKY, OHIO 


Address Toronto, Ont. 
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DIGEST OF DECISIONS 
Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 


ah 


Mr. A. C. Slaughter, Traffic Manager, the Lagomarcino-Grupe Company (perishable produce), Davenport, lowa, writes: “| 
o not think, In my opinion, that any traffic manager should be without this work.’’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


‘Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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“When” is a Shipping Container? 


Strange—isn’t it—that in the realms of the 
common carrier, where standardization is a 
watchword, it remained for the makers of 
shipping CARTONS to inaugurate standards 
of shipping containers. 


The National Binding Machine Co. has car- 
ried this movement to its logical conclusion 
by standardizing the method of SEALING 
these containers. 

For, until properly sealed, no container— 
wooden, pulp or fibreboard—is a SHIPPING 
container. 

Cartons sealed the “National Way” are not 
only effectively SEALED, but also effectively 
RE-ENFORCED. 


The sealing tape put on the “National Way” 
—and ONLY the “National Way”—strength- 
ens the case where the strain comes, just as 
iron bands are used around wooden cases. 


The “National Way” has many other ad- 
vantages, too many to justify overlooking our 


Free Service Bureau 


in the consideration of your packing costs, 
shortage claims and other packing problems. 


We will gladly give you the benefit of years 
of specializing and pioneering in this field, 
solving the problems of shippers, large and 
small. Consult us freely. No charge. 


National Binding Machine Co. 


Pioneers of the Gummed Tape Sealing System 


Chicago 
539 Stock Exchange Bldg. 
San Francisco 
Balboa Bldg. 


New York 


260 West Street 


Canadian Office 
Toronto 
Canada, 80 George St. 


Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA —CHARLESTON —NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,” ‘‘Ruby,’’ “Robert M. Thompson” 


Every Ten Days 


Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 


CONNECTIONS. 
At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. R., Philadelphia & 
Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Transportation Co. 
* At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 


Texas & Pacific Ry. 


AT CHARLESTON—With Southern Railway Co. 


D. H. E. JONES, Vice-President, 
Pier 19, North 
A. L. LANE, General-Freight Agent, 


r 19, N. Delaware Ave., Philadelphia, Pa. 


Pie 
N. F. KNIGHT, ‘General A 
Giro 


gent, 
d Street Landing, New Orleans, La. 


W. W. SMITH, Agent, 


Foot of Cone Street, Charleston, S. C. 


Cc. H. JACKSON, General Agent, 


701 Park Building, Pittsburgh, Pa. 


Delaware Avenue, Philadeiphia, Pa. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers, 


JAMES W. ELWELL @ CO., Manage 
17 State Street, New York, N. Y. 


W. G. HEWITT, Soliciting Freight Agent 
217 East Baltimore Street, ‘Baltimore, Md. 


Cc. H. GOODRICH, General Eastern Agent, 
261 Broadway, New York, N. Y. 


| J. J. KLINE, Traveling Freight Agent, 
206 Milam St., Shreveport, La. 
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Is Car Door Efficiency Worth While? 
























Damage caused to car doors by cars being improperly loaded, as treated in a statement by 
the Niagara Frontier Car Inspection Association, published in December, 1913, issue of Railway 
Age Gazette, Mechanical Edition, deserves more than passing notice, since it focuses atten- 
tion on the REAL REASON of car door failures which cannot, as is assumed in the report 
in question, be remedied by educating shippers, but is, as is well known by equipment experts, 
the perfectly logical result of low car door efficiency. 


According to figures quoted in the report, a rate of 67,000 loaded cars are annually set out to have 
loads adjusted and doors repaired, caused wholly by lading crowding doors away from fastenings, and cov- 
ering only the Niagara Frontier inspection district, so what must the harvest be for the total of all roads? 


The report suggests that shippers PLACE THE PROPER MEANS OF SECURING THE LOAD IN THE 
CAR TO PREVENT ITS COMING IN CONTACT WITH THE DOOR, which in final analysis means that 
such means must secure and confine the load against shifting, which means, also, that material, time and 
labor, sufficient for constructing bulwarks within the car and wholly independent of the door and capable 
of withstanding shocks under which 98 per cent of doors fail, must be constructed at the shipper’s ex- 
pense, which might easily mean double the amount of freight paid by him on a shipment. 


The significant fact that the lateral shifting loads confine their damage to car doors, together 
with the fact that loads shift elsewhere than directly at door location, suggests the query, 
Why is not the car door as dependable as other portions of car sides? 


Is there any reason why it should not be? 


Is the saving of the abnormal expense, delays, material and money, caused directly by door 
failures, represented by hundreds of thousands of loaded car detentions annually, worth while? 


Is it logical or good railroading to build a car representing evolution in every part, looking 
to higher efficiency and lower operating cost, and then place at the door opening a door device that 











proves less efficient, while all other physical unit efficiency, in spite o of heavier demands of service, 


steadily increases? A fact subscribed to by the closing paragraph of report under review— —“‘The 





condition seems to be _becoming worse rather than better.” 








The Rumsey Anchored Door Foundation and interlocking door, transmitting all shocks to 
superstructure, and impossible to dislodge, is an absolute and perpetual guarantee that the em- 
barrassing door failures under review will pass into history, permitting the agent to remain at 
his legitimate functions instead of attempting the hopeless task of educating shippers who 
have troubles of their own. 


IS IT WORTH WHILE? 
Rumsey Car Door & Equipment Company 


FISHER BUILDING “- CHICAGO, ILLINOIS 
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The 


New Express Rates 


Effective February 1, 1914 


In conformity with the order of the 
Interstate Commerce Commission 


The following table illustrates some of the 
differences between the new and old rates: 


5 Ibs. 10 Ibs. 20 Ibe. 5O Ibs. 100 Ibs. 


Between 


CHICAGO 





Express Insured Express Insured | Express Insured Express Insured Express Insured 
and the ieiaiiaedis 


following points:} New | Old | New | Old | New Old | New | Old | New | Old 
Rates Rates| Rates | Rates| Rates Rates| Rates Rates| Rates Rates 


New York .... 31 69 42 75 64 1.00 1.30 1.25 2.40 2.50 
26 55 32 70 44 85 80 1.00 1.40 1.50 
37 75 55 1.00 90 1.30 1.95 2.13 3.70 4.25 
Denver 49 15 6) 1.00 1.65 2.29 2.75 4.2) 5.50 
Butte .... 52 80 83 2.00 3.37 4.00 6.55 8.00 
San Francisco 65 80 2.75 4.75 5.75 9.39 11.50 


Food Products Carried at Still Lower Rates 


Wells Fargo Service Means 


Highest Class of Transportation 
Free Insurance up to $50 
A Receipt for Each Shipment 


Responsthility—Sa fety—E ficiency 
Telephone or Write to Our Nearest Office 


Wells Fargo & Company Express 
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RELIEF FOR THE COMMISSION. 


All who have to do with the Commission will be 
cratified at the report which is printed elsewhere in 
this issue that plans have been made for lightening 
the work of the commissioners and relieving them 
from the necessity of taking testimony away from 
Washington. The Commission, in its last annual 
report, pointed out the fact that such relief is needed 
It seems that the impression which previously pre- 
railed that legislation would be required before such 
addition to the staff could be made has been re- 
moved, since the Commission in its report an- 
nounced that it believed it had authority for re- 
arrangement in its work in such a manner as to 
bring about the needed relief. 

It will be remembered that some time last year 
Commissioner Prouty went on record as favoring 
the appointment of deputy commissioners, and this 
plan has been favored by many of those who have 
greatest interest in the work of the Commission, 
and who desire that it shall be expedited to the 
limit. 

The fact that a beginning has been made by the 
appointment of men who by experience seem to be 
fully qualified to fill these positions is indication 
that the work will not stop until enough of such ap- 
pointments have been made to afford the neces- 
sary relief. No information is given at the present 
time as to the extent of the relief which the Com- 
mission feels able to afford itself, but the appoint- 
ment of even a small number of men who are by 
education and training qualified to rank as deputy 


commissioners, even though they have the title of 


. 
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examiners, will afford a vast amount of assistance 
and enable the members of the Commission to de- 
vote themselves entirely to the more important 
questions which are coming before them in in- 
creasing numbers all the time. 


PARCEL POST HURTS EXPRESS. 


So far as the ordinary checking up has gone, the 
express companies have all filed the needed tariffs to 
have the lower rates decreed by the Commission go 
into effect on February 1, the last set effective date. 
The Christmas business was under the old rates, 
and, according to the unofficial estimates made by 
a number of express men, the loss to the express 
companies was 25 per cent, as compared with the 
volume of business done in the holiday season of 
1912. This loss is attributed to the parcel post sys- 
tem. The lowered rates on that system will, it is 
generally believed, cause a still greater reduction in 
business, a reduction so great that there are none 
but the gloomiest of expectations among the ex- 
press men. 


—_—. 


EFFICIENCY IN STATION AGENCIES. 


The article which appears in another column un- 
der the heading, “Efficiency in Station Agencies,” 
will be read with a great deal of interest by many 
of our readers. The station agent is the one who, 
more than any other employe of a railroad, comes 
in contact with the public, and in smaller towns 
he is in a sense the personification of the carrier 
that he represents. If his attitude toward the public 
that he comes in contact with is such as to be pleas- 
ing to the public then the road to that extent is in 
favor with the people. 

The writer of the article in question points out 
in considerable detail wherein an agent may 
be such a _ representative of his employer as 
very materially to assist in creating a favorable 
impression, and also securing and keeping busi- 
ness. It is worth while to repeat one paragraph of 
the article in question: 

“Vigorous demand is being made on railroad em- 
ployes for a better knowledge of the rates, rules, 
regulations and practices under which they operate, 
and not only owe to the public but to the owners 
of the properties as well voluntarily to acquaint 
themselves with every phase of the transportation 
problem.” 

Along the same lines are the extracts of a state- 
ment by Mr. Holbrook, vice-president of the Wells 
Fargo Express Company, in giving directions to 
agents as to how they shall conduct themselves un- 
der the new regulations. He suggests not only that 
agents shall thoroughly familiarize themselves with 
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the rates to the points from which their past experi- 
ence shows them they are most likely to receive 


early shipments, but that they shall, from time to 


time, enter in their books the rate for any particular 


place in order that it may be a matter of easy refer- 
ence when it is necessary to look up the matter 


again. 
The carrying out of these directions upon the part 
of agents will go far to restore the express com- 
panies to the favor which, rightly or wrongly, seems 
to have been taken away from them to a consider- 
able extent during the past few years. 
JAMES P. ORR. 

On Dec. 31, 1913, due to the pension regulations of 

the Pennsylvania System, James P. Orr, assistant freight 


JAMES P. ORR, 


Retiring Assistant Freight Traffic Manager, Pennsylvanic 
Lines West. 


traffic manager, Pennsylvania Lines West of Pittsburgh, 
was retired from active service. 

sjorn at Orrstown, Pa., Dec. 29, 1843, Mr. Orr entered 
the service of the Pennsylvania Co. Aug. 1, 1865, and 
has been constantly with the Pennsylvania Lines West 
from that time until the present—a period of 48 years 
and 5 months. 

Up to April 1, 1883, he occupied various positions 
with the Pennsylvania Co., being appointed division 
freight agent on that date. His next promotion was to 
the position of general freight agent on April 1, 1897, 


which title he held until July 1, 1908, when he was ap- 
pointed assistant freight traffic manager. 


Mr. Orr’s retirement at this time completes a most 
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enviable record of 18 years in various clerical positions 
and over 30 years in an official capacity with the Penn 
sylvania Lines. 

During these 30 years he has earned for himself 
among both railroad and shipping interests, a reputatio1 
of which any man might justly be proud. His opinions 
and view, expressed always upon conservative lines, and 
only after careful analysis and complete consideration of 
all phases of a question, have been received with the 
respect due to a man of unwavering honesty of purpose 
and have been looked upon as guide-posts for rate struc 
tures that will long outlive his period of service. This 
is particularly true as to the enormous iron and steel 
and allied tonnage moving in the large territory under 
his jurisdiction. 

In Mr. Orr’s latest position as assistant freight traf 
fic manager he has had especial charge of the ore, coal 
and coke traffic of the Pennsylvania Lines West, running 
into millions of tons in 1913. 

Up to the last five years Mr. Orr represented his 
company on the Official Classification Committee, where 
his earnest and forceful efforts lifted him to a position 
of unqualified authority in the deliberations of the com 
mittee. 

Mr. Orr retires from the service in the full vigor 
of manhood, with every prospect of enjoying a long 
period of well-earned rest after the arduous duties so 
well performed, and carries with him the love, respect 






and esteem of his associates, together with their hope 
that he may long enjoy health and prosperity and all 
good things due one who has striven earnestly and well. 


RAILWAY REVENUES DECLINE 


Reports in hand from 119 railroads at 1 o’clock on 
January 3, having a mileage of 161,194, make no change 
in the general financial view afforded by the reports 
covering 136,000 miles, which had been received up to 
1 o’clock January 2. The later report shows the total 
operating revenue falling behind as compared with the 
same period in November, 1912, in all districts except 
the southern. 

The net revenue for the country as a whole and 
for all districts except the southern carries a minus sign 
in front of it when compared with the preceding year. 

For November, 1913, the net operating revenue for the 
country as a whole fell from $410 to $344 per mile. In 
the eastern district it fell from $601 to $434. For the 
southern it rose from $279 to $292 and for the western 
it fell from $374 to $323. 

For the first five months of the current fiscal year the 
reports show that: The net operating revenue for the coun- 
try as a whole fell from $2,164 per mile to $1,933, a loss 
of $231. For the eastern district it fell from $3,481 to 
$2,867, a loss of $614 per mile. For the southern district 
it rose from $1,297 to $1,324, a gain of $27 per mile. For 
the western district it fell from $1,897 to $1,743, a loss 
of $154. 

Comparing the five months of the current fiscal year 
with the corresponding period in 1911, the results are as 
follows: For the country as a whole they rose from 
$1,913 to $1,933 per mile; for the eastern district they 
fell from $3,116 to $2,867, a loss of $249; for the southern 
district they rose from $1,323 to $1,324, a gain of $1 per 
mile; for the West they rose from $1,514 to $1,743, a 
gain of $229, indicating that the slacking of business in 
the West was severe in that year. 
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CURRENT TOPICS IN WASHINGTON 





—In view of the fact that some day 
a case will go to the courts in which 
the carrier is likely to make a fairly 
good showing that an order of the 
Commission will result in confiscation, 
the refusal of the Supreme Court to 
put a rule on Judge Evans in the 
case of the city of Louisville against 
the Cumberland Telephone Co. is of 
exceptional interest. Judge Evans, 
after the Supreme Court reversed his decision that the 
ordinance establishing lower rates was unconstitutional, 
read the opinion of the court as authorizing him to make 
a trial of the new rates with a view to seeing whether 
they would really be confiscatory. Therefore, about eight 
months ago he directed that the clerk of the court re- 
ceive the difference between the old and the new rates and 
hold it until there could be a determination as to whether 
the new rates would be confiscatory. 

The city attacked that action, asking for a rule to 
have Judge Evans show cause why he should not be 
directed to turn over the “overcharge” to subscribers. 
The Supreme Court discharged the rule, holding that 
Judge Evans had not exceeded the discretion placed in 
him by the Supreme Court decision. Therefore, the tele- 
phone subscribers of Louisville will continue paying the 
old rate until such time as Judge Evans thinks there 
has been a thorough test, the overcharge being left in 
the custody of the clerk of the court, acting as master. 

Without doubt that case will be made use of when 
there is a serious situation in which there is a real 
question as to whether rates prescribed by the Commis- 
sion are confiscatory. 





Closed Terminals—It seems obvious from the deci- 
sion in the Waverly Oil case, involving switching charges 
in Pittsburgh, that the day of the “closed terminals” 
is not to continue much longer. The Commission sug- 
gests joint rates from points on the terminals of the 
Pennsylvania terminals to points on other roads. In the 
Nashville case the attitude of the Louisville & Nashville 
and the Nashville, Chattanooga & St. Louis fell under 
the condemnation of the Commission. All the time that 
body is getting nearer the proposition that a railroad 
not having terminals adequate to do all the business 
offered to it in a given city may command the use of 
the terminals of another carrier upon the payment of 
adequate compensation. All that goes toward making 
the railroads one national system of highways in which 
service and not ownership will be made the paramount 
and controlling factor. That, however, makes it look 
as if the Commission were traveling in one direction 
while the Department of Justice, in its enforcement of 
the anti-trust act, is traveling in the other. If the big 
systems are to be torn asunder, a condition is conceiv- 
able in which the desire of the Commission to make the 
railroads one system of national highways will be checked 
by some development resulting from a divorce decree 
entered under the anti-trust act. 





Commission Vacancies.—President Wilson will be back 
in the city next week. The White House attaches have 
admitted that he asked for some papers indicating that 
he was giving some thought to filling the vacancy and 
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Determination of Confiscatory Rates. 





eonsideration of bills on the calendar with 











the prospective vacancy on the Commission. That, how- 
ever, is as far as the information goes. Nearly every 
man mentioned in connection with either the Marble or 
Prouty vacancy is being illuminated for the benefit of 
the President, by the partisans of some other candidate. 
It is hardly possible to mention a man big enough to fill 
the office but that someone is not able to recall some- 
thing that can be cited as showing obvious unfitness for 
the place on account, usually, of what is called pro- 
railroad leaning. It is so easy to denounce a man for 
what to him, at the time of doing it, and even now, may 
have seemed to him but a bit of plain justice to a railroad 
company or railroad companies as a class. 





Taking Apart Consolidations.—If it is proposed to 
make the New Haven dismember itself, where is the op- 
eration to stop? There can, of course, be no statute of 
limitations in civil suits for the enforcement of the Sher- 
man law, so it will be necessary for the attorney-general 
to set the limits. It is assumed that he is already well 
aware of the fact that every considerable railroad system 
in the country, except the Great Northern and a few 
others, is the result of consolidations. If consolidations 
of what were competing roads prior to 1890, the year the 
Sherman act was passed, are to be taken apart, then it 
means that there will be many great changes in the 
railroad map of the country and some of the big systems 
will shrink because the era of great railroad consolidation 
is not as old as the statute. The ordinary shipper and ordi- 
nary young railroad man have no idea how many ailroads 
have been merged into, say, the Pennsylvania system. 
At the time it celebrated its semi-centennial, the publica- 
tion issued at that time listed something like 239 different 
companies that have been absorbed, merged or leased 
in such a way as to have lost their independence in 
everything, except as legal entities in a few cases. 









Busy Season Ahead —The hustle and bustle of work 
in the Commission and in Congress is due to begin again 
next week, when Congress resumes work. This is not 
to say that there has been a holiday vacation, but the 
fact is that no arguments have been heard and but few 


hearings have been held during the last few weeks. The 
Commissioners have been in conferences on their re- 
organization plans and on a number of cases. The dis- 


cussion of the Alaska railroad bill is due to be resumed 
in the House on Wednesday, it being the continuing order 
for that day of the week, which is set aside for the 
favorable 
reports. The definite time for the rehearing and re- 
argument in the tap line case is set for February 4, the 
motion to advance that case having been submitted to 
the Supreme Court on Monday. It has been taken for 
granted that the court would advance the case because 
of its great public interest and the fact that all parties 
to it are anxious to have it disposed of. Closely related 
to it is the Manufacturers’ Railway case, recently re 
argued before the Commission, and its investigation of 
allowances to terminal industrial roads. While the Com- 
mission has not connected that case and that investiga- 
tion, it is obvious that they must be considered more or 
less in common. A. E. H. 





MAY INTERVENE. 

The Rock Island, Wabash, Missouri Pacific, Iron 
Mountain, Burlington and the Wichita Business Associa- 
tion have been allowed to intervene in No. 6180, Kansas 
City Board of Trade vs. St. Louis & San Francisco et al. 
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DOCK PRIVILEGES DISCRIMINATE 


CASE NO. 1277 (28 I. C. C., 584-588) 
CARL EICHENBERG VS. SOUTHERN PACIFIC CO. 
ET AL. 

Submitted Oct. 24, 1913. Decided Dec. 8, 1913. 

Upon the original hearing of this case the Commission held that 
the complainant had been unlawfully discriminated against 
by the defendants in the matter of certain dock privileges 
at Galveston, Tex. Complainant now claims reparation in 
the sum of $48,341.54; Held: That complaiant is entitled to 
recover the admitted per ton advantage of 46 cents per ton 
on the 300 tons of cottonseed meal and cake shown to have 
been shipped over defendant’s wharves. 

Marsene Johnson and George G. Clough for com- 
plainant. 

James G. Wilson and Baker, Botts, Parker & Garwood 
for defendants. 

Supplemental Report of the Commission. 

McCHORD, Commissioner: 

Defendant leased to E. H. Young, a shipper of cotton- 
seed products from the port of Galveston, Tex., a portion 
of their wharves in that city for his exclusive use in 
storing and handling cottonseed meal and cake, while 
contemporaneously such privilege was not accorded other 
shippers. They also failed to exact from Young the 
payment of wharfage charges while at the same time 
exacting such charges from other shippers. These prac- 
tices were found by this Commission to unduly prefer 
Young and to unduly prejudice other shippers; Eichen- 
berg vs. Southern Pacific Co., 14 I. C. C., 250, decided 
June 24, 1908. The Commission’s finding in that case 
was upheld by the Supreme Court on Feb. 20, 1911, 219 
U. S., 498. There was no evidence in the record then 
before the Commission upon which an award of reparation 
could be based and complainant was given leave to file 
a bill of particulars setting forth the damages he sus- 
tained by reason of the preferential treatment accorded 
Young. Such a bill has been filed, hearing thereon held, 
and the only matter for determination here is the award 
of damages, if any, to be made complainant. 

In his bill of particulars complainant sets forth claims 
of damage for the following items and amounts, re- 
spectively: 

RECAPITULATION OF LOSSES. 





Merchandise account— Debit. Credit. : Loss. 
CeCeeees TRONS 2c ckccccscnce $597,030.41 $590,563.20 
Cottonseed cake ........ 23,790.18 24,146.05 

$620,820.59 $614,709.25 $ 6,111.34 

Profit and loss account......... 2,384.66 18.42 2,366.24 

Expense account ........++ss6-. 18,140.19 32.88 18,107.36 

SG GUNOURE oc cc ccccoecdses 4,285.10 180.26 4,104.84 

EE GE. cnc 60eege cee tewsecunttoeccenebdadewed $30,689.78 

An arbitrary allowance of 79 cents per ton on 22,344 
tons of cottonseed meal and cake handled during ee 
the period complained of ........ccecccccccccvsvcces 17,651.76 

Grand total of damages claimed, and for which 
Oe re er error $48,341.54 


The claim here is for reparation for losses sustained 
during a period of two years prior to Jan. 1, 1907, but 





Decisions of Interstate Commerce Commission 


it appears from the record that the discriminatory con 
tract upon which is based the application for reparation 
did not become effective until July 1, 1905, so that any 
recovery would be limited to the period in issue sub- 
sequent to that date. 

Complainant’s claim for reparation on account of 


merchandise losses, expense accounts, interest, etc.; ag- 


gregating $30,689.78, is predicated upon the decision of 
the Commission in Hillsdale Coal & Coke Co. vs. P. R. 2. 
Co., 23 I. C. C., 186 [Traffic World, April 27, 1912, p. 821.] 


Damages Speculative, 


In refutation of this claim it is urged that the dam 
ages sought to be recovered are speculative and remote 
that the complainant has offered no direct evidence to 
prove that the losses which his business sustained during 
the period in question were the proximate result of the 
discriminatory contract. Such evidence as he offers from 
which that inference might be drawn is discounted b) 
other evidence in the nature of admissions showing that 
such losses were actually due to other causes. 

In the original hearing, complainant testified that h¢« 
began losing money in 1904, and it appears from the 
record that for the period of six months before the dis- 
criminatory contract became effective he was losing an 
average of 19 cents per ton on his cottonseed business 
In his testimony he also admitted having written to 
his agents in Europe, blaming them for the losses he 
had sustained, and in one letter addressed to a brothe: 
in Europe he stated that if he had received the prope! 
information from him concerning market conditions abroad 
he would have made a fortune during the period in issu¢ 

It is evident from the record that the business in 
which complainant was engaged was speculative in the 
highest degree. From his own testimony it appears that 
in some years his profits were as much as $90,000, whil« 
in other years his business showed a loss. 

It further appears that complainant during this period 
was engaged in other transactions than his cottonseed 
meal and cake business; that he was acting as cotto1 
factor and rice broker, and that he was also speculating 
in cotton futures. The items of expense and loss, as set 
out in his bill of particulars, include his losses and ex 
penses incident to his other enterprises. 


Wedding Presents Not Proper Item. 


Under the item of expense complainant has included 
during this period a salary charge of something ove! 
$5,000 per year for two years, as well as the expenses 
of a trip to Europe. He has also included therein suc! 
items as premiums for life insurance, wedding presents 
subscriptions to public movements, etc., none of whic! 
has the remotest significance as an element of damag« 
arising out of the contract involved. 

Complainant claims $4,104.84 as interest expended i: 
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the prosecution of his business for this period. He offers 
no proof, however, that this amount was expended solely 
as an incident to his cottonseed meal and cake business, 
the inference is warranted that it includes interest 
on money used in other enterprises. The remainder of 
the claim for reparation is based upon the difference 
between the cost per ton paid by Young under the con- 
tract and that paid by the complainant as wharfage and 
other direct charges incident to the handling of cotton- 
seed meal and cake. This is, of course, a proper item 
for consideration in the appraisement of the damages 
sustained, but only in so far as it affects the tonnage 
in cottonseed meal and cake actually exported by com- 
plainant between July 1, 1905, and Jan. 1, 1907. This 
item is also subject to a further limitation to the volume 
of traffic actually exported over the wharves of the de- 
fendant companies, since, obviously, those companies 
should not be charged with losses sustained by com- 
plainant in eonnection with his exportations over the 
docks of their competitors, particularly in the absence 
of a definite showing by complainant that he could not 
have used their facilities on the basis available to all 
other shippers with the exception of Young, 


es 


Accounts in Complainant’s Head. 


A vast amount of testimony was offered by complain- 
ant with respect to the volume of his transactions in 
cottonseed meal and cake, but his accounts as kept fail 
to differentiate between export shipments and consign- 
ments handled locally and between actual transactions 
and paper transfers, and he admitted in his testimony 
that the details of many of his negotiations were merely 
carried “in his head.” 

Stripped of indeterminate items, however, the record 
shows affirmatively that complainant exported 1,440 tons 
of cottonseed meal and cake between July 1, 1905, and 
Jan. 1, 1907. Of this amount he claims to have shipped 
from 100 to 300 tons over the docks of the aefendant 
company; and, inasmuch as the defendants, whose books 
might have disclosed the actual amount involved, made 
no attempt at refutation of this estimate, the maximum 
tonnage claimed—that is, 300 toms—may be taken as the 
proper basis for reparation. The question then resolves 
itself into a determination of the amount per ton which 
should be refunded to complainant as representing the 
difference enjoyed by Young to his detriment. 

Complainant, in his testimony, fixes this difference at 
79 cents per ton, this approximation being based upon 
his estimate of what his saving might have been if he 
had operated on the scale on which Young operated. 
Thus, while his books did not show, and while he offered 
no proof to show, what amounts he had paid by way 
of unloading charges during the period involved, he sug- 
gested in his testimony that Young had paid about 4 
cents per ton for unloading, while the railroad companies 
had absorbed from the freight charges on account of this 
item 12% cents per ton, thereby discriminating in favor 
of Young to the extent of 8% cents per ton. Stevedoring 
he figures as an advantage of 12% to 25 cents per ton, 
but he has not shown what amount, if any, he paid for 
stevedoring during this period. He also enumerates 
among the advantages enjoyed by Young the benefits 
atcruing from shipments of full cargoes, as well as from 
ship’s commission and dispatch money, cheap electrical 
power, etc., as constituting the balance of his estimate 
of 79 cents, yet he makes no attempt to show that any 
of these items were incidental to his own business. 
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Details of the Business. 


It appears from the record that the building in which 
Young conducted his business cost over $60,000, exclusive 
of docks; that it was equipped with expensive machinery; 
that he had in his service about 200 employes; that he 
paid a substantial rental for the premises in which he 
carried on his business, and that a large credit was 
necessary to carry on operations on the scale on which 
he operated. On the other hand, it nowhere appears 
that complainant maintained any establishment other than 
his office; that he employed no laborers, and that he had 
no investment in machinery or other plant facilities. 

In the final analysis, therefore, complainant has 
afforded no tenable basis upon which to predicate a sat- 
isfactory estimate of the losses he sustained by reason 
of the discriminatory contract. 

From the foregoing it is apparent that the decision 
of the Commission in Hillsdale Coal & Coke Co. vs. P. 
R. R. Co., supra, has no application here. There the an- 
nual output of each mine was a known quantity. The 
proper apportionment of available cars was a definitely 
determinable figure. The number of cars actually fur- 
nished the complaining mines was known definitely. The 
cost of production was a definite sum; the market price 
was a matter of record, and this market price would 
ndt have fluctuated, because no more coal would have 
been put on the market under a proper distribution of 
cars than was put on the market under the improper 
distribution. With a basis of these definite and fixed 
amounts an absolute calculation of damage was readily 
determinable. 

We have no such basis here, and there is no way to 
calculate what would have been the extent of complain- 
ant’s business if this discriminatory contract had not 
been made, and there is no way to determine that such 
business would have been conducted at a profit, or what 
that profit would have been. 


Suffered a Little Damage. 


From the record as a whole, however, it is evident 
that complainant has actually suffered some pecuniary 
damage by reason of the contract in question, and had 
he shown his various transactions, in such a way as to 
establish definitely the exact proportion of his loss, rep- 
aration would be awarded on the basis of his actual dam- 
ages as thus exhibited. 

In the absence of such a showing, however, we may 
refer only to the stipulation of facts, as agreed upon by 
counsel for both parties, which was filed in the proceeding 
before the Supreme Court, supra, a copy of which now 
forms a part of the record before the Commission, in 
which it is conceded that the benefits accruing to Young 
by reason of his’ contract gave him an advantage of 50 
to 40 cents per ton over those of his competitors not 
similarly favored. 

Irrespective of the vicious features of the contract 
heretofore condemned, it is not within the province of 
this Commission to grant complainant exemplary dam- 
ages, but it is believed that an award of 40 cents per 
ton, as to the cottonseed meal and cake actually exported 
by him over the docks of the defendant companies during 
the period covered by this complaint, will effect sub- 
stantial justice. 

It is realized that an award of this nature is to a 
certain extent a departure from the usual rule requiring 
a complainant to “prove with certainty the quantum of 
his claim, but the fact that the defendants have conceded 
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that the complainant in this action paid from 30 to 40 
cents per ton more than the favored shipper under the 
contract paid for a similar service would seem to place 
it within the category of excepted cases. 

The argument of defendants’ counsel that complain- 
ant has failed.to refute the inference that the claim in 
issue, if property at all, is the property of the Gulf Port 
Trading Co. is not regarded as persuasive. 

Reparation is therefore awarded to the complainant 
in the sum of $120, representing a difference of 40 cents 
per ton on 300 tons as hereinbefore set forth, and an 
order will be entered accordingly. 

SUPPLEMENTAL ORDER. 

It appearing, That heretofore, on June 24, 1908, the 
Commission, in its original report in this case, found 
that the discrimination complaned of was unlawful, in 
violation of sections 2 and 3 of the Act to regulate com- 
merce, and on the record then before it denied com- 
plainant’s claim for reparation, but extended complainant 
the privilege of filing an itemized statement or bill of 
particulars of the damages claimed; 

It further appearing, That this case now at issue on 
the bill of particulars and answers filed, and full inves- 
tigation of the matters and things involved having been 
had, and the Commission having, on the date hereof, mate 
and filed a report containing its findings of fact and 
conclusions thereon, which said report is hereby referred 
to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed to pay unto 
complainant, Carl Eichenberg, on or before Feb. 15, 1914, 
the sum of $120, with interest thereon at the rate of 6 
per cent per annum from Jan. 1, 1907, as reparation on 
account of damage suffered by said complainant by rea- 
son of the unjust and unlawful discrimination practiced 
by the defendants, as more fully and at large appears in 
and by said report of the Commission. 


PACKING HOUSE PRODUCTS 


1. & S. DOCKET NO. 273 (28 I. C. C., 599-601) 

PACKING-HOUSE PRODUCTS RATING UPON TRAFFIC 
ORIGINATING AT OR DESTINED TO POINTS IN 
ARKANSAS, LOUISIANA AND OKLAHOMA. 


Submitted Oct. 15, 1913. Decided Dec. 1, 1913. 


It being proposed ‘to cancel the fourth-class rating on cured 
meat in sacks to points in Arkansas from St. Louis and 
Kansas City, Mo., and a few other packing-house centers, 
and to establish the rating of second class, carried in west- 
ern classification and applicable generally throughout the 
southwest, in promotion of relative equality both between 
packing-house centers and points of destination; Held: That 
the proposed change in classification should be permitted to 
become effective. Order of suspension vacated. 


Luther M. Walter, A. W. McLaren, J. A. Tapee and 
E. W. Skipworth for protestants. 

Fred G. Wright, Martin L. Clardy and Henry G. 
Herbel for Missouri Pacific Railway Co. and St. Louis, 
Iron Mountain & Southern Railway Co. 

W. F. Dickinson and W. T. Hughes for Chicago, Rock 
Island & Pacific Railway system. 

Report of the Commission. 
CLEMENTS, Commissioner: 

In Western Classification cured meats in sacks, to 
gether with certain other packing-house products, are 
rated second class, the exception to this rating being on 
that class of traffic to Arkansas points from St. Louis, 
Kansas City and a few other packing-house centers. It 


is proposed now to cancel this exception by supplem: 


7 to Leland’s I. C. C. No. 958 and supplement 7 to Mor. 


ris’ I. C. C. No. 361, and it is these tariffs providing su 
changes that are under review in this proceeding, th 
having been suspended in effective date from June 
1913, to April 4, 1914. 

The protestants, Sulzberger & Sons Co. and Morris 
Co., call into question only the rating on cured meat 
which is the only commodity included in the suspend: 
items which moves in any considerable quantity 
Arkansas from these points of origin. The proposed 
change in classification would result in an increase 
rates averaging about 60 per cent, according to protest 
ants. This change, as already stated, affects cured meat 
only when in sacks, the fourth-class rating still being 
available when the commodity is packed in barrels, boxes 
crates, barrels with cloth tops or pails tightly covered 

The purpose of the proposed change, respondents 
assert, is to realign this traffic to the basis of the rat- 
ing on similar traffic to Arkansas from packing-hous: 
centers in the Southwest other than those covered in 
the suspended tariffs, from which, as stated, Western 
Classification rating of second class applies, and als¢ 
to the basis of rating from St. Louis and Kansas City 
to other states in the Southwest. ; 

The Commission has recently passed upon the rea- 
sonableness of rates on packing-house products in car 
loads from Wichita, Oklahoma City and certain othe: 
packing-house centers to various points in the South 
west, and has made express findings as to reasonabl 
maximum rates for application on this traffic, which ar« 
embodied in a mileage scale set out in its report. In- 
vestigation of Alleged Unreasonable Rates on Meats, 22 
I. C. C., 160 [Traffic World, Jan. 6, 1912, p. 3]; 23 IL. C 
C., 656 [Traffic World, June 8, 1912, p. 1141], and In 
the Matter of Advances in Rates on Fresh Meats and 
Packing-House Products, 23 I. C. C., 652 [Traffic World 
June 8, p. 1150]. Peddler-car rates were fixed at certain 
percentages above the carload rates. While the com 
plaints in those proceedings did not include St. Louis and 
Kansas City as points of origin, those cities were subse 
quently included by stipulation of the parties. There 
were no findings in those cases with respect to straight 
less-than-carload shipments, as there was no evidence as 
to the extent to which such rates were necessary, and 
that matter was therefore left for consideration by sup 
plemental complaint. Protestants nevertheless refer to 
the course of action of the carriers in their realignment 
of rates in accordance with those findings in partial 
justification of their attitude in the present proceeding, 
pointing out that in the realignment made necessary 
therein there were made many increases in their car 
load rates to Arkansas from St. Louis and Kansas City; 
alleging also that the carriers have not fully complied 
with the requirements of those findings with respect to 
the establishment of peddler-car rates into Arkansas. In 
view of these facts they contend that the fourth-class 
rating on the less-than-carload shipments to Arkansas 
points from St. Louis and Kansas City, involved in the 
present proceeding, should be continued to take care ol 
the traffic to stations to which peddler-car rates have 
not been so established or to which such cars are run 
but infrequently. 
























The extent to which the Commission’s findings wit! 
respect to the establishment of peddler-car rates hav: 
been complied with is somewhat in dispute in this rec 
ord, the carriers insisting that such rates have been 
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stablished in accordance with the letter and spirit of 
those findings to practically all points in Arkansas ex- 
ept those involving three or four line hauls. 

As explained, the ratings in these suspended tariffs 
nvolve the application of the regular less-than-carload 
rates, Which are applicable to a different class of traffic 
from that embraced in the carload and peddler-car ship- 
ments. If the carriers have not fully complied with the 
ommission’s findings as to the latter rates, that matter 
hould be brought to the attention of the Commission as 

part of the other cases. 

The main object of the mileage scale found by the 
‘ommission to be reasonable in the cases referred to 
as to secure relative equality, and by the adoption of 
that scale this purpose would be accomplished as to the 
carload and peddler-car traffic involved. Apparently the 
same desirable situation would be promoted with respect 
to less-than-carload shipments by the taking effect of the 
change in classification now proposed in the tariffs 
under suspension, by the cancelation in those tariffs of 
these exceptions in the Southwest to the Western Classi- 
fication rating of second class on shipments in less than 
carloads. 

Upon full consideration of all the facts of record, it 
is our opinion that the proposed change in classification 
should be allowed to become effective. The order of 
suspension will therefore be vacated. 


OMAHA-WISCONSIN GRAIN RATES 


1. & S. DOCKET NO. 249 (28 I. C. C., 602-604) 
Submitted Sept. 5, 1913. Decided Dec. 8, lyis. 
Proposed increased rates on wheat and corn from Omaha, Neb., 

Council Bluffs, Ia., and lower Missouri River cities to certain 

Wisconsin points on the Minneapolis, St. Paul & Sault Ste. 

Marie Ry. found to be reasonable and order of suspension 

vacated. 

Edward P. Smith for Omaha Grain Exchange. 

Wallace T. Hughes for Chicago, Rock Island & Pacific 
Railway Co. 

Kenneth Taylor, A. H. Bright and A. H. Lossow for 
Minneapolis, St. Paul & Sault Ste. Marie Railway Co. 


Report of the Commission. 
McCHORD, Commissioner: 


The tariff under suspension increases the rates on 
wheat and corn from Omaha, Council Bluffs and lower 
Missouri River cities to Mann, Spencer, Unity, Colby and 
Abbotsford, Wis., local points on the line of the Minne- 
apolis, St. Paul & Sault Ste. Marie Railway. Mann, a 
prepay station, and Spencer, 3 miles distant, are on the 
main line between Chicago and the Twin Cities. Abbots- 
ford, 305 miles northwest of Chicago, is the farthest 
distant and was formerly a division point on the main 
line. In recent years this point, as well as Colby and 
Unity, have been put off the main line by means of a 
cut-off constructed from Spencer to Owen. Spencer, Unity 
and Colby are intermediate to Mann and Abbotsford in 
the order named. Marshfield is a point on the main 
line immediately southeast of Mann, and from this point 
there is a branch line extending in a southwesterly di- 
rection to Greenwood, 22 miles. 

Chicago, Rock Island & Pacific tariff I. C. C. No. 
C-9408 earries a joint rate from Omaha and lower Mis- 
souri River territory via Chicago through Abbotsford of 
15% cents on wheat and 14% cents on corn. However, 
on the Greenwood branch the rate is 5 cents higher. 
Under supplement 3, the tariff under suspension, the 
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stations northwest of Marshfield—Mann to Abbotsford, 
inclusive—are placed in the same group as the Green- 
wood branch points, i. e., instead of applying the Marsh- 
field rate up to Abbotsford, the rate is made to break 
at the former point, the stated purpose of which is to 
realign the Rock Island rates with those now in effect 
over the Chicago & Alton, Atchison, Topeka & Santa Fe 
and Wabash systems and to conform to the grouping over 
the Minneapolis, St. Paul & Sault Ste. Marie on classes 
and commodities. The protestant in this proceeding is 
the Omaha Grain Exchange. 

The Chicago, Burlington & Quincy carries rates of 
15% cents on wheat and 14% cents on coarse grain from 
Missouri River crossings to all points on the Green Bay 
& Western, which latter line extends in an easterly and 
westerly direction across the state of Wisconsin and 
traverses the territory south and east of Abbotsford. 
The same rates are published by the Chicago & North- 
western on its north and south line up to Antigo, but 
to this point the mileage is somewhat less than via the 
Soo line from Chicago to Marshfield. On the other hand, 
the rates here sought to be established over the Rock 
Island are now carried by the Chicago & Alton from 
Kansas City through Owen to Mann. The same rates 
are published by the Santa Fe and rates 1 cent less are 
carried by the Wabash, observing Marshfield as the rate- 
breaking point. Likewise the Chicago, St. Paul, Minne- 
apolis & Omaha Railway, which runs west from Marsh- 
field, applies to stations beyond a higher rate than to 
Marshfield on grain, classes and commodities. With the 
exception of Mann, 3 miles from Marshfield, the Minne- 
apolis, St. Paul & Sault Ste, Marie rates break at Marsh- 
field. 

The proportional rate on wheat from Minneapolis to 
Chicago is 10 cents, on coarse grain 7% cents, and the 
proportional rate from Omaha to Minneapolis published 
by the Rock Island is 11 cents on wheat and 10 cents on 
corn. These rates are not applicable to intermediate 
points. If grain should be moved from Omaha to Minne- 
apolis on the proportional rate, thence to Chicago on 
the proportional rate over the Soo line, the total rate 
to Chicago would be 21 cents on wheat and 17% cents 
on corn. The distance from Omaha to Abbotsford via 
Chicago is approximately 800 miles. Via Minneapolis it 
is 200 or 250 miles less. A witness for the respondents 
testified that he knew of no operating reason why ship- 
ments should not be routed via Minneapolis, but there 
is no application in this proceeding for the establishment 
of a through rate via that route. As heretofore stated, 
the joint rate is made applicable via Chicago, the usual 
gateway for eastern business, and the present inquiry 
does not present a situation whereby the presumption 
of the unreasonableness of the through rate is raised 
by reason of the existence of a combination of locals 
lower than the through rate in effect via the route over 
which the joint rate applies. c 

During the years 1907 to 1910, inclusive, this general 
territory in Wisconsin, including the stations shown in 
the tariff under investigation, was considered as being 
in the Chicago rate group, and the Chicago rate of 12 
cents on wheat and 11 cents on coarse grain applied 
from both upper and lower Missouri River points. Sub- 
sequently the rates were increased by all of the inter- 
ested lines in this territory to the present basis of 15%4 
cents and 14% cents without objection. The present 
increase is operative from Missouri River points other 
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than Omaha, but the latter is the only point from which 
complaint has arisen. This raises the inquiry to what 
extent, if any, Omaha is affected, and whether the pro- 
posed rates would yield to the carriers more than a rea- 
sonable return for the service performed. 

It was stated that during one of the years when the 
Chicago rate was in effect there was a heavy movement 
of corn and oats from the Missouri River to this ter- 
ritory, due to crop failure north and east of Omaha, but 
it could not be recalled that a shipment of wheat had 
ever been made to the stations involved in this proceed- 
ing, and the witness had no knowledge of any movement 
of corn to those points within the past three years. 

The per-ton-mile revenue accruing to the carriers 
under the 15%4-cent rate on wheat from Missouri River 
to Abbotsford is a little less than 4 mills and on corn 
3.7 mills. Under the proposed rates the earnings would 
be 5.1 mills and 5 mills per ton-mile, respectively, which, 
it appears, are substantially those afforded the single-line 
haul between the Missouri River and Chicago. 

The record indicates that there will be no resultant 
damage to Omaha should the increased rates be put in 
force. In view of the apparent purpose for which the 
suspended supplement is proposed and upon the facts 
before us, our opinion is that the burden cast by law upon 
respondents to show that the increased rates are reason- 
able has been sustained and that such rates should be 
allowed to become effective. The order of suspension 
will therefore be vacated. 


FREE STORAGE REDUCTION JUSTIFIED 


1. & S. DOCKET NO. 281 (28 I. C. C., 605-607) 
NEW ORLEANS, LA., STORAGE RULES AND REGULA- 
TIONS. 


Submitted Noy. 14, 1913. Decided Dec. 1, 1913. 


1. Respondents’ reduction of free storage time at their freight 
sheds at New Orleans, La., from 96 hours to 72 hours on all 
commodities specified, except hay, is justified. 

2. Respondents’ increases in storage charges after the expiration 
of free time, for the purpose of inducing shippers to remove 
their commodities more promptly from the freight sheds, 
are not excessive and are justified by the record. 

3. In computing the free storage time Sundays and holidays 
should be excluded, but in reckoning the storage period after 
the expiration of the free time Sundays and holidays may 
be properly included. 


C. W. Hayward and J. A. Smith for New Orleans 
Board of Trade. ; 

William Burger for Louisville & Nashville Railroad 
Co. 

J. R. Behrens for New Orleans warehouses. 

R. Walton Moore and F. W. Gwathmey for Illinois 
Central Railroad Co., Yazoo & Mississippi Valley Rail- 
road Co. and others. 

G. B. Auburtin for New Orleans Great Northern Rail- 
road Co. 

Frank Koch for Texas & Pacific Railway Co. 

E. C. D. Marshall for Louisiana Railway & Naviga- 
tion Co. 

Victor Leavy and Joseph Lallande for Morgan’s 
Louisiana & Texas Railroad & Steamship Co. and Louisi- 
ana Western Railroad Co. 

E. R. Lockhart for New Orleans Great Northern 
Railroad Co. and New Orleans & Northwestern Railroad 
Co. 


Report of the Commission. 
PROUTY, Commissioner: 
The question presented by this proceeding is upon 
the reasonableness of certain charges proposed by 
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the respondents for the storage of certain commoditie 
in their freight sheds at New Orleans, La. The ordinar 
free time of 48 hours appears to be applied to the wu 
loading of carload freight at this point when for domesti 
use, but the respondents have provided freight shed 
into which certain kinds of freight are unloaded by them 
and the period of free storage in these storehouses 
while 48 hours in case of most commodities, has been i: 
the past in case of hay, grain, flour and other grair 
products, and some other articles, 96 hours. The tariffs 
under suspension reduce this period to 72 hours, and th« 
first question is as to the reasonableness of this provi 
sion. 

The carriers stated that there was no good reason 
why shippers should be allowed a longer period in which 
to remove these commodities from the freight shed than 
they would be allowed to remove them from the car 
With respect to all the commodities, except hay, nothing 
has been advanced by the protestants which seems to 
contradict this statement. 

With respect to all commodities except hay, we hold 
that the respondents have justified the reduction of the 
free time of 96 hours to 72 hours. 

Nearly all the testimony introduced by the protest- 
ants referred to the handling of hay, which seems to be 
merchandized at New Orleans under rather peculiar con- 
ditions. The shipment is consigned in the first instance 
to some commission merchant. The law, or some public 
regulation, requires that this hay shall be weighed, in- 
spected and graded by a licensed inspector. While the 
process itself is not very clearly stated, it was said, 
and was not disputed by respondents, that practically one 
day of this free time is used up in weighing, grading 
and inspecting the hay, so that the commission merchant 
is not free to sell his carload until the morning of the 
second day. 

Looking to the peculiar manner in which this hay is 
handled at New Orleans, we are of the opinion that the 
present free time should continue in case of that com 
modity for the future. It will be noted that the hay has 
been unloaded from the car and the car returned into 
service. 

In the past storage charges have been applied against 
all these commodities after the expiration of the free 
time, as follows: 

For the first 10 days, 1 cent per 100 pounds. 

For the next 10 days, and each succeeding 10 days, 
three-fourths ‘of 1 cent per 100 pounds. 

It is proposed to increase these charges for the 
future to the following scale: 

For the first 10 days, 1 cent per 100 pounds; for the 
second 10 days, 1% cents per 100 pounds; for the third 
10 days, 1% cents per 100 pounds; for each succeeding 
10 days, 2 cents per 100 pounds. 

It was said that the purpose of this new- scale was 
to induce shippers to remove their commodities moré 
promptly from the freight sheds, which under the present 
scale of storage charges they were using as warehouses 

Here again it appeared that the handlers of hay 
were mainly interested and were the greatest, if not the 
principal, offenders. The retail dealer, instead of remov- 
ing his hay in two days, leaves portions of it in the 
storehouse for weeks and even for months. None o 
these retailers provide hay warehouses of their own, an¢ 
there are no public hay warehouses in the city of New 
Orleans. It is beyond question that these hay dealer: 














utentionally use these freight sheds of the respondents 
or warehousing purposes. 

This Commission has repeatedly said that it was 
io part of the duty of a common carrier by rail to 
urnish warehouses for the storing of the articles trans- 
ported, even though the convenience of its. patrons might 
so require. We have consistently held that carriers 
might impose such charges as would compel the removal 
of freight from their depots and freight sheds. We 
have in several cases sanctioned the imposition of 
harges like these upon an ascending scale. Wilson 
Progece (ao. vs. FP. ER. Co, 6 fC: CC 270: ew 
York Hay Exchange Asso. vs. P. R. R. Co., 14 I. C. C., 
178; Joynes vs. P. R. R. Co., 21 I. C. C.,, 458 [Traffic 
World, Oct. 28, 1911, p. 738]. . 

We are satisfied from the testimony that the prin- 
ciple of these rates is correct and that the rates them- 
selves are not excessive. We hold therefore that the 
defendants have justified the increases. 

Under the former schedules Sundays and legal holi- 
days were excluded in computing both the free time and 
the storage period. The tariffs under suspension include 
Sundays and holidays in both cases. 

It is a uniform rule that in reckoning free time for 
the purpose of assessing demurrage charges Sundays and 
legal holidays shall be excluded. We see no difference 
between free demurrage time and free storage time as 
used in these tariffs, and we hold that in computing the 
free time of 72 hours as to other commodities and 96 
hours as to hay Sundays and legal holidays should be 
excluded. 

We are of the apinion that in reckoning the storage 
period after the expiration of the free time, these days 
may be properly included. 

An order will be issued accordingly. 


ORDER. 


It appearing, That on July 11, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in certain schedules 
contained in tariffs designated as follows: Illinois Cen- 
tral Railroad Co. (southern lines), the Yazoo & Missis- 
sippi Valley R. R. Co., fourth revised page 141 and first 
revised page 141-A of I. C. C. No. 4519; Louisiana Rail- 
way & Navigation Co. I. C. C. No. A-573; Louisville & 
Nashville R. R. Co., second revised page 73 of I. C. C. 
No. A-12342: Morgan’s Louisiana & Texas Railroad & 
Steamship Co., Louisiana Western Railroad Co., Iberia 
& Vermilion Railroad Co., Lake Charleg & Northern 
Railroad Co., I. C. C. No. 2762-B; New Orleans & North- 
eastern Railroad, Alabama & Vicksburg Railway, Vicks 
burg, Shreveport & Pacific Railway, supplement No. 1 
to I. C. C. No. 2728; New Orleans Great Northern Rail- 
road Co., I. C. C. No. 276; New Orleans, Texas & Mex- 
ico Railroad Co., Louisiana Southern Railway Co. (N. O. 
T. & M. R. R. Co., lessee), supplement No. 2 to I. C. C. 
No. A-92; and the Texas & Pacific Railway Co., Denison 
& Pacific Suburban Railway Co., I. C. C. No. 2057; and 
subsequently ordered that the operation of said schedules 
contained in said tariffs be suspended until May 12, 1914; 

It further appearing, That a full investigation of 
the matters and things involved has been had, and that 
the Commission, on the date hereof, has made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 


made a part hereof: 
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It is ordered, That the order of the Commission sus- 
pending until May 12, 1914, the operation of said sched- 
ules in so far as they relate to free storage time at 
New Orleans, La., on all commodities specified, except 
hay, and in so far as they relate to storage charges at 
New Orleans, La., on all commodities specified, be, and 
it is hereby, vacated and set aside as of Feb. 15, 1914. 

It is further ordered That the carriers respondent 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel, on or before 
Feb. 15, 1914, the regulations and practices stated in 
the schedules specified in said orders of suspension in 
so far as they reduce the free storage time at New 
Orleans, La., on shipments of hay. 

It is further ordered, That said carriers shall con- 
tinue in force, and for a period of not less than two 
years from Feb. 15, 1914, apply to the storage of hay 
at New Orleans, La., a free time not exceeding 96 hours; 
and in computing the free storage time on all com- 
modities specified Sundays and holidays shall be ex- 
cluded; but in reckoning the storage period on all such 
commodities after the expiration of the free time Sundays 
and holidays shall be included. 

And it is further ordered, That a copy hereof be 
forthwith served upon the carriers respondent herein, 
parties to such schedules, and a copy hereof be filed 
with said schedules in the office of the Commission. 





IRON ORE RATE JUSTIFIED 
CASE NO. 4590 (28 I. C. C. 608-609) 
THOMAS IRON CO. VS. PENNSYLVANIA RAILROAD 
CO. ET AL. 
FOURTH SECTION APPLICATION NO. 1625. 
Submitted Oct. 2, 1912. Decided Dec. 4, 1913. 


1. Rate of 60 cents per gross ton on imported iron ore in carloads 
from Philadelphia to Island Park, Pa., found to have been 
justified by defendants, 


2. A portion of Fourth Section Application No. 1625, filed by de- 
fendants, involving a rate on imported iron ore from Phila- 
delphia, Pa., to South Bethlehem, Pa., via Phillipsburg, N. 
J., less than the rate to Island Park, Pa., granted, 

William A. Glasgow, Jr., for complainant. 
George Stuart Patterson and Frederic L. Ballard 
for Pennsylvania Railroad Co. 

R. W. Barrett for Lehigh Valley Railroad Co. 


Report of the Commission. 


BY THE COMMISSION: 

The complainant is a corporation engaged in the 
manufacture of pig iron at Island Park, Pa. In its peti- 
tion, filed Dec. 11, 1911, it is alleged that the rate of 
60 cents per gross ton established by the defendants 
for the transportation of imported iron ore in carloads 
from Girard Point, Philadelphia, Pa., to Island Park, is 
unjust, unreasonable and in violation of the fourth sec- 
tion of the Act to regulate commerce in that it exceeds 
the rate to South Bethlehem, Pa., a more distant station. 
Reparation and the establishment of a reasonable rate 
for the future are asked. 

The portion of Fourth Section Application No. 1625, 
filed on behalf of the defendants, relating to the mainte- 
nance of a higher rate on imported iron ore from Phila- 
delphia to Island Park than is charged to South Bethle- 
hem, was heard in connection with the complaint in this 
case, and will be disposed of herewith. 

Island Park is a local station on the Lehigh Valley 
Railroad between South Bethlehem, Pa., and Phillips- 
burg, N. J. Shipments of imported iron ore from Girard 
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Point, Philadelphia, at which place the Pennsylvania Rail- 

road maintains a pier and receives iron ore direct from 
vessels, to Island Park and South Bethlehem, move via 
Phillipsburg, N. J., at which point the Pennsylvania 
Railroad connects with the Lehigh Valley. 

Prior to April 1, 1910, the defendants’ rate on im- 
ported iron ore from Philadelphia to Island Park and 
South Bethlehem was 50 cents per gross ton. On the 
above date the rate to Island Park was increased to 60 
cents, but the rate to South Bethlehem was not changed. 
These rates are still in force. The distance via the 
defendants’ lines from Philadelphia to Island Park is 
88.6 miles and to South Bethlehem 96.2. The short-line 
line distance from Philadelphia to Island Park (66.2 
miles) is via the Philadelphia & Reading Railroad to 
South Bethlehem, and thence the Lehigh Valley Railroad. 
The short-line distance from Philadelphia to South Beth- 
lehem (57 miles) is via the Philadelphia & Reading 
Railroad. Since Aug. 22, 1906, the rate via the short- 
line route on import iron ore from Philadelphia to Island 
Park has been 60 cents and to South Bethlehem 50 
cents. 

It is the defendants’ position that the rate of 60 
cents to Island Park is not unreasonable in itself and 
that this is the same rate that has been charged by the 
short-line route since 1906. The defendants state that 
up to April 1, 1910, they were of the belief that the 
short-line rate was 50 cents, but upon discovering that 
it was 60 cents they increased their rate accordingly. 
In defense of the maintenance of a higher rate to Island 
Park than is charged to South Bethlehem the defend- 
ants aver that the short line, having established a rate 
of 50 cents to South Bethlehem, they are compelled to 
meet this rate in order to participate in the traffic, and 
in this connection they refer to the Commission’s deci- 
sion in Railroad Commission of Nevada vs. S. P. Co., 21, 
I. C. C., 329 [Traffic World, Aug. 13, 1911, p. 312], where- 
in it was stated: 

That the intendment of the law is to make its prohibition 
of the higher rate for the shorter haul a rule of well-nigh uni- 
versal application, from which the Commission may deviate only 
in special cases and then to meet transportation circumstances 
which are beyond the carrier’s control; that is to say, a carrier 
shall not prefer the more distant point by giving it the lower 
rate because of any policy of its own initiation, but if at the 
more distant point it finds a condition to which it must conform 
under the imperious law of competition if it would participate 
in traffic to that point, it may discriminate against the inter- 
mediate point without violating the law, provided it establishes 
such necessity before the Commission. 

The defendants’ rate of 60 cents from Philadelphia 
to Island Park, a distance of 88.6 miles, yields’ revenue 
of 6.77 mills per ton per mile. This is a two-line haul, 
and, considering the distance and all the facts and cir- 
cumstances surrounding the transportation, defendants 
have justified the increased rate. From the facts before 
us it appears that the rate of 50 cents per gross ton on 
imported iron ore in carloads from Philadelphia to South 
Bethlehem is forced by short-line competition and that 
the rate of 60 cents to Island Park does not bear an 
unreasonable relation to the South Bethlehem rate. Un- 
der the circumstances an order will be entered relieving 
the defendants from the operation of the fourth section 
of the act in so far as the traffic herein involved is con- 
cerned and the complaint in this proceeding will be dis- 
missed. 

ORDERS. 

No. 4590. 
This case being at issue upon complaint and answers 
file, and having been duly heard and submitted by 
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the parties, and full investigation of the matters a1 
things involved having been had, and the Commissio 
having, on the date hereof, made and filed a report co: 
taining its findings of fact and conclusions thereo! 
which said report is hereby referred to and made 
part hereof: 

It is ordered, That the complaint in this proceedin; 
be, and it is hereby, dismissed. 

Fourth Section Order No. 3448. 

This application, No. 1625, asks among other thing 
for authority to continue rate of 50 cents per gross 
ton on imported iron ore in carloads from Philadelphia 
Pa., to South Bethlehem, Pa., via Phillipsburg, N. J 
which is lower than rates concurrently in effect on lik: 
traffic to intermediate points, including Island Park, Pa 
A hearing having been held on this application in so 
far as it relates to rates on imported iron ore to and 
from the points hereinbefore described, and full investi 
gation of the matters and things involved therein having 
been had, and the Commission having, on the date here 
of, made and filed a report containing its findings of 
fact and conclusions thereon, which said report is herein 

referred to and made a part hereof: 

It is ordered, That the petitioners herein be, and 
they are hereby, authorized to continue and to establish 
the same rate on imported iron ore from Philadelphia, 
Pa., to South Bethlehem, Pa., via Phillipsburg, N. J., as 
is concurrently in effect on like traffic from Philadelphia, 
Pa., to South Bethlehem, Pa., via the Philadelphia & 
Reading Railway, and to maintain a higher rate from 
Philadelphia, Pa., to Island Park, Pa., provided the present 
rate from Philadelphia, Pa., to Island Park, Pa., is not 
exceeded. : 

The Commission does not hereby approve any rates 
that may be continued or established under this author- 
ity, all such rates being subejct to complaint, investigation 
and correction if in conflict with any other provision 
of the act. 


INCREASE NOT JUSTIFIED 
|. & S. DOCKET NO. 303 (28 I. C. C., 613-615) 
RATES ON SODA ASH AND OTHER COMMODITIES 
FROM WYANDOTTE, MICH., TO CANADIAN DES- 
TINATIONS. 


Submitted Nov. 25, 1913. Decided Dec. 1, 1913. 

Carriers have not justified the increases in question; the present 
rates found reasonable for the future; but the carriers al- 
lowed to apply to this Commission for modification if the 
Canadian commission takes such action in the premises as 
requires such modification, or if a Canadian line not sub- 
ject to the act to regulate commerce refuses to participate 
in these rates. 


R. T. Gray and F. J. Goodell for protestants. 
D, P. Connell, G. W. Kretzinger, Jr., O. W. Dynes, 
R. H. Widdicombe and A. F. Cleveland for respondents. 


Report of the Commission. 
PROUTY, Commissioner: 

The protestants are located at Wyandotte, Mich., a 
suburb of Detroit, immediately south of that city, where 
they manufacture large quantities of soda ash, caustic 
soda and bicarbonate of soda. Under the Official Classifi- 
cation soda ash and caustic soda in carloads are sixth 
class, while bicarbonate of soda is fifth class. 

It appears that in Official Classification territory all 
three of the commodities produced by the protestants 
are moved under a rate which is approximately 85 per 
cent of the sixth class rate. Previous to 1908 the rate 
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resent tariff. 

Wyandotte is situated just across the Detroit River 
rom Canada, and the respondents establish rates from the 
lants of the protestants to various Canadian points, the 
rincipal ones being Toronto, Hamilton and London, In 
908 these rates were made the same as those upon the 
\merican side in Official Classification territory—that is, 
‘5 per cent of the fifth class rate. This seems to have 
rroduced a rate of 8% cents to most of the points in 
‘ontroversy and 9 cents to Toronto. 


The testimony of respondent Michigan Céntral Rail- 
oad Co. tended to show that at some time subsequent 
to 1908 the rate to Canadian points had been increased 
to the sixth class basis, so that soda ash, caustic soda 
and bicarbonate of soda all moved under the sixth class 
rate. The tariff under suspension applies the classification 
in force in Official Classification territory by canceling 
the exception previously in effect, with the result that 
under the proposed tariff soda ash and caustic soda would 
continue to move at sixth class, while bicarbonate of soda 
would move at fifth class. The respondent insisted that 
the only increase was in bicarbonate of soda from sixth 
to fifth class. 

The protestants, upon the contrary, insisted that the 
rate of 8% cents to these Canadian points, with the ex- 
ception of Toronto, was still in effect, and that the effect 
of the tariff under suspension wa to increase the rate 
upon soda ash and caustic soda to sixth class and upon 
bicarbonate of soda to fifth class, making the rate 9 
cents where it is now 8%, and 10 cents to Toronto and 
certain other points. 

While it is not perhaps of much importance, in the 
view which we have taken of this matter, to determine 
who is right in this controversy, it may be said in passing 
that a somewhat hasty examination of the tariffs shows 
that the carriers are apparently correct and that the only 
effect of the tariff under suspension is to advance the 
rate on bicarbonate of soda from sixth to fifth class. 


It would seem that the underlying question in this 
case is how far this Commission should go in dealing with 
these rates from Wyandotte to Canadian points. Wyan- 
dotte is on the American side of the Detroit River, and 
the only movement of this commodity upon American soil 
is that to and upon that river. The bulk of the move- 
ment is in Canadian territory and subject to the jurisdic- 
tion of the Canadian commission. 

It appears that there is located upon the Canadian 
side one plant at Sandwich just across the river from 
Detroit, which manufactures caustic soda. No plant in 
Canada manufactures soda ash or bicarbonate of soda, 
but the protestants testified that they meet at these Cana- 
dian points the most active competition from soda ash and 
bicarbonate of soda manufactured in England, and that 
the rate from Montreal to these points, a much greater 
distance, is about the same as the rate which they had 
previously enjoyed from Wyandotte. The Canadian lines, 
on the other hand, insist that under their classification 
the rate on all these commodities is higher than under 
the Official Classification. They have, in fact, maintained 
from the Canadian plant a rate on caustic soda of 8% 
cents against the American rate, but they insist that 
they ought not to be required to do this, but on the con- 
trary should be allowed to bring their tariffs into harmony 
with the normal adjustment of rates in that territory. 

It cannot be said that the respondents have justified 
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this increase, unless their unquestioned showing as to 
Canadian rates presents such a case as would require 
this Commission to express no opinion in the premises. 
We are given jurisdiction over traffic from a point in the 
United States to a point in Canada, and we may undoubt- 
edly act upon the American lines over which we have 
jurisdiction to a certain extent in case of such rates. It 
is doubtful if we could require our American lines to 
establish and maintain for the future a rate to Canadian 
points. We can require them to maintain rates which 
are now in effect until some affirmative action is taken 
by some Canadian line, over which we have no control, 
which prevents the continuance of those rates, or until 
the Canadian commission has acted in the premises. And 
this, we think, is the course which should be adopted in 
the present instance. These American lines should be 
required to secure to these American manufactures a fair 
rate until the authorities of Canada, which have jurisdic- 
tion over the greater part of this transportation service, 
have acted in the premises, or until by the action of some 
carrier to which our authority does not extend it has be- 
come impossible to comply with our requirement. 

We find, therefore, that the carriers have not justified 
the increases in question, and we are of the opinion that 
the rates which were in effect at the time of the filing 
of the tariff under suspension will be just and reasonable 
for the future and ought not to be exceeded. 

It should be noted that these rates to Canadian points 
are distinctly higher than corresponding rates upon the 
American side. For example, the rate upon the Michigan 
Central to Buffalo is 8% cents upon all three of these 
commodities, while to intermediate points between Wyan- 
dotte and Buffalo that rate is as high as 10 cents. The 
protestants stated that there was no movement of these 
commodities by water from Wyandotte to Buffalo and 
that there could not be under the circumstances any such 
movement. 

An order will be issued in accordance with the fore- 
going views, but the carriers may at any time apply to 
the Commission for a modification of that order if the 
Canadian commission takes such action in the premises as 
requires such modification, or if a Canadian line not sub- 
ject to our jurisdiction refuses to participate in these rates. 





ORDER. 

It appearing, That on Aug. 28, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in the schedules contained 
in the tariffs designated as follows: Eugene Morris, agent, 
supplement No. 1 to I. C. C. No. 406, and W. H. Hosmer; 
agent, supplement No. 1 to I. C. C. No, 411, and subse- 
quently ordered that the operation of said schedules con- 
tained in said supplements be suspended until June 30, 
1914: 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the carriers respondent herein and 
designated in said tariffs be, and they are hereby, notified 
and required to cancel, on or before March 1, 1914, the 
rates and charges stated in the schedules specified: in said 
order of suspension. 

It is further ordered, That said carriers shall continue 
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in force, and for a period of not less than two years from 
March 1, 1914, apply to the transportation of soda ash, 
caustic soda and bicarbonate of soda from Wyandotte, 
Mich., to points of destination named in the schedules 
covered by said order of suspension rates not in excess 
of those applicable to the transportation of said articles 
from said point of origin to said points of destination in 
effect on Aug. 28, 1913. 


WAGON WOOD IS LUMBER 


CASE NO. 5340 28 I. Cc. C., 616-618) 
SLIGO IRON STORE CoO. VS. ST. LOUIS & SAN FRAN- 
CISCO RAILROAD CO. ET AL. 


Submitted April 10, 1913. Decided Dec. 3, 1913 
Rate for the transportation of wagon wood and plow beams, in 
the rough, from Fayette Junction, Ark., to Huntsville and 
Austin, Tex., found to be unreasonable to the extent that it 
exceeds the rate contemporaneously in effect on lumber of 
the kind from which said articles are manufactured Repa- 
ration awarded. 
Carl Hirdler for complainant. 
F. H. Wood for St. Louis & San Francisco Railroad 
Co. 
H. G. Herbel and F. G. Wright for International & 
Great Northern Railway Co. 


Report of the Commission. 
BY THE COMMISSION: 


Complainant is a corporation engaged in the pur- 
chase and sale of lumber at Fayette Junction, Ark., and 
having its principal place of business at St. Louis, Mo. 
By complaint filed Nov. 7, 1912, it alleges that defend- 
ants collected unjust and unreasonable charges for the 
transportation of three carloads of lumber from Fayette 
Junction, Ark., to Huntsville and Austin, Tex. Repara- 
tion is asked. 

The shipments in question were billed as lumber 
and forwarded via defendants’ lines in January and Feb- 
ruary, 1912, two of the cars to Huntsville and one to 
Austin. At destination charges amounting to $380.45 
were collected at a rate cf 35 cents per 100 pounds, 
applicable to “wagon wood, plow beams and handles, 
bent felloes, in the rough, sawed to dimensions (not fur- 
ther finished),” from all points in Little Rock-Fort Smith 
territory, in which Fayette Junction is located, to Texas 
common points, which include Huntsville and Austin. 
This rate has since been reduced to 30 cents. According 
to the testimony the freight charges were originally 
paid by the consignees, but were deducted from com- 
plainant’s invoice price in the settlement of accounts, so 
that they were ultimately paid by complainant. The 
rate on lumber, except cypress, from and to these points 
was at the time of the movements and is now 23 cents 
per 100 pounds. 

One of the shipments to Huntsville consisted of a 
number of pieces of oak wood 12 feet in length, 3 inches 
and 3.5 inches in width, and 4 inches and 4.5 inches in 
thickness at one end, tapering to a smaller, four-cornered 
dimension at the other. In the invoice covering this car 
these pieces of wood were described as rough oak 
tongues. The other shipment to Huntsville consisted of 
a number of pieces of hickory wood 6 feet in length, 3.25 


oO. 


inches to 4.25 inches in width and 4.25 inches to 5 inches 
in thickness, invoiced as hickory axles. The shipment 
to Austin consisted of a*number of pieces of wood rang- 
ing from 4 feet to 12 feet in length, 2 inches to 4.5 


inches in width and 3.25 inches to 5.5 inches in thick- 
ness, and were invoiced as rough tongues, hawns, reaches, 
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bolsters, axles and plow beams. All the wood in these 
shipments was rough sawed with the exception of 150 
pieces, termed reaches, contained in the shipment to 
Austin, which were planed on two sides. The pieces de- 
scribed as plow beams were sawed slightly curved on 
one side. 

Complainant challenges defendants’ interpretation of 
the tariffs and claims these shipments were entitled to 
the 23-cent rate on lumber of the same kind. It is 
urged that this traffic is not wagon wood until it has 
gone through a further process of manufacture; that it 
is in reality lumber, and that defendants’ description 
amounts to classification not according to the character 
of the article but according to its use. Complainant 
states that to all points of destination, other than to 
Texas, the rates on this traffic are the same as on lumber. 
Defendants contend that this traffic is different com- 
mercially from what is commonly described as lumber; 
that to the trade it is wagon wood sawed to dimensions, 
but in the rough; and that the description in the tariff 
conforms to the commercial description by which these 
things are bought and sold. The witness on behalf of 
complainant testified that to St. Paul, Minn., to which 
point the rate on wagon wood is less than on lumber, 
this traffic is billed as wagon wood. We are of the 
opinion that the charges collected were lawfully applic- 
able under the tariffs in force. 

In justification of a higher rate on this traffic than 
on lumber defendants assert that the value of wagon 
wood is substantially greater than that of lumber and 
that the average weight per car is less than in the case 
of lumber shipments. Complainant shows that oak 
wagon-wood lumber is worth at its mill about $41 per 
1,000 feet, and hickory wagon-wood lumber about 50 per 
cent more. Defendants quoted from a report issued by 
the government showing that the average values per 1,000 
feet of oak and hickory lumber for the year 1909 were 
$20.50 and $30.80, respectively. These figures, however, 
include the value of culls as well as selected stock. De- 
fendants state that the average carload weight of wagon 
wood to Texas is about 36,000 pounds, while on lumber 
it is about 50,000 pounds. 

In explanation of the higher rate on wagon wood 
than on lumber to Texas points, defendants state that 
the Texas intrastate rate on the former is higher than 
on the latter, and that in order to place all producers 
of this material on a parity the interstate rates on 
wagon wood to Texas points were likewige made higher 
than on lumber. 

There appear to be no essential transportation dif 
ferences between wagon wood in the rought and lumber 
It is testified that the originating and other carriers in 
generait maintained at the time these shipments were 
made and now maintain to practically all points in the 
United States, excepting to Texas, the same rates on 
wagon wood as are applicable to lumber. 


In Eastern Wheel Mfrs. Asso. vs. A. & V. Ry. Co., 
27 I. C. C., 370, 382 [Traffic World, July 12, 1913, p. 56], 
we call attention to the lack of uniformity which pre- 
vails throughout the country in the relationship of rates. 
on wood articles and lymber, and in that connection 
used the following language: 


This situation should be remedied, and the change should 
be toward greater uniformity. Rough lumber and finished 
products should not be given the same rating. The differentia- 
tion, however, must be based upon correct principles of classifi- 
cation. To this end we suggest the publication by the three 
classification committees of a uniform lumber list, to be divided 
into three or more classes, the first to include rough lumber 
and the succeeding classes to include wood articles in their 
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various stages of manufacture. A fixed and proper rate rela- 
tio: ship should be established between the manufactured articles 
in’ the rough lumber from which they are made. Publication 
f iumber rates in commodity tariffs should, under this arrange- 
ment, automatically fix the rates on lumber products at the 
proper differentials. 

We are of the opinion that until the carriers have 
promulgated a properly classified lumber list free from 
unjust discrimination, it is unjust, unreasonable and dis- 
criminatory to force wagon wood and plow beams, in 
ihe rough, to bear higher rates than are imposed for like 
service upon many analogous manufactured wood articles 
which move at the lumber rates. 

Upon consideration of all the facts of record, we 
are of opinion that the rate charged on the shipments 
in question was unjust and unreasonable to the extent it 
exceeded the rate contemporaneously in effect on lumber 
from and to the same points; that complainant has been 
damaged in the amount of $144.24, representing the dif- 
ference between the charges collected and charges that 
would have accrued based upon a weight of 102,700 
pounds at the rate heretn found reasonable; and that it 
is therefore entitled to an award of reparation for said 
amount, with interest from March 1, 1912. 

Defendants will be required to maintain for the 
future rates for the transportation of wagon wood and | 


plow beams, in the rough, sawed to dimensions (not 
further finished), in carloads, from Fayette Junction, 
Ark., to Huntsville and Austin, Tex., which shall not 


exceed the rates contemporaneously maintained by them 
transportation of lumber of the kind from 
wagon wood and plow beams are manufac- 


for similar 
which said 
tured, 

An order will be entered accordingly. 


ORDER. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
hereby referred to and made a part 


said report is 


hereof: 
It is ordered, That the above-named defendants be, 


and they are hereby, notified and required to cease and 
desist, on or before March 15, 1914, and for a period of 
not less than two years thereafter to abstain, from 
charging, demanding, collecting or receiving rates for 
the transportation of wagon wood and plow beams, in 
the rough, sawed to dimension (not further finished), 
in carloads, from Fayette Junction, Ark., to Huntsville 
and Austin, Tex., which exceed the rates contemporane- 
ously maintained by them for similar transportation in 
carloads of lumber of the kind from which said wagon 
wood and plow beams are manufactured. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before March 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years from and 
after March 15, 1914, to maintain and apply to the trans- 
portation of wagon wood and plow beams, in the rough, 
sawed to dimension (not further finished), in carloads, 
from Fayette Junction, Ark., to Huntsville and Austin, 
Tex., rates not in excess of the rates contemporaneously 


applied by them to the transportation from Fayette 
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Junction, Ark., to Huntsville and Austin, Tex., of lumber 
of the kind from which said wagon wood and plow beams 
are manufactured. 

And it is further ordered, That said defendants be, 
and they are hereby, authorized and directed to pay 
unto complainant, Sligo Iron Store Co., on or before 
March 15, 1914, the sum of $144.24, with interest thereon 
at the rate of 6 per cent per annum from March 1, 1912, 
as reparation on account of a rate charged for the trans- 
portation of three carloads of wagon wood and plow 
beams from Fayette Junction, Ark., to Huntsville and 
Austin, Tex., which rate so charged has been found to 
have been unreasonable, as more fully and at large ap- 
pears in and by said report of the Commission. 


SWITCHING AT PITTSBURG 


CASE NO. 4851 (28 I. C. C., 621-633) 


WAVERLY OIL WORKS CO. VS. PENNSYLVANIA 
F RAILROAD CO. ET AL. 


Submitted May 9, 1913. Decided Dec. 3, 1913. 

1. Complainant alleges that the charge of 4 cents per 100 pounds 
for switching freight to and from its industry, located on 
the Pennsylvania R. R. at Pittsburgh, Pa., when complainant 
desires to move its shipments to and from Pittsburgh by 
lines other than the Pennsylvania, is unreasonable; Held: 
That this commission under the facts of this case ought 
not as a matter of discretion, even if it could as a matter of 
law, to establish a mere switching charge which the com- 
petitors of the Pennsylvania lines can absorb and under 
which they can obtain the virtual use of these terminals; 
but the Commission has the power to establish joint rates 
from any point upon these terminals where traffic is re- 
ceived by the Pennsylvania to a point upon any connecting 
line and vice versa. 

2. While cases may be easily imagined where a railroad would 
be guilty of undue prejudice by reason of a diversity in 
switching charges between two localities served by it, that 
ean hardly be true in this case, nor could the Commission 
on this record require these defendants to maintain the 
same system of switching charges at Pittsburgh which they 
maintain at other points upon their system. 

3. No unjust discrimination arises out of the circumstances that 
the different members of the Pennsylvania system accord 
the use of their Pittsburgh terminals to one another while 
refusing it on the same terms to their outside competitors. 

4. A series of joint rates from various points to points on the 
Pittsburgh terminals, and vice versa, should be established 
based upon the suggestions in this report. 





C. D. Chamberlin for complainant. 

Frank Lyon for Grain & Hay Exchange of Pitts- 
burgh, intervener. 

G. C. Hartman for Chamber of Commerce of Pitts 
burgh, intervener. ‘ 

Young, McClintock & Painter for Pittsburgh Produce 
Trade Association, intervener. 

H. W. Bikle, A. P. Burgwin and G. S. Patterson for 
Pennsylvania Railroad Co. and its affiliated lines. 

A. S. Bowie for Baltimore & Ohio Railroad Co. and 
Pittsburgh Junction Railway Co. 

G. E. Shaw and L. T. Bihler for Union Railroad Co. 

F. C. Baird for Bessemer & Lake Erie Railroad Co. 

W. W. Collin, Jr., for Pittsburgh & Lake Erie Rail- 
road Co. 

Report of the Commission. 

PROUTY, Commissioner: 

The factory of the complainant is located upon the 
tracks of the Pennsylvania Railroad Co. in the city of 


Pittsburgh. Its shipments to and from its factory are 
mostly in carloads, and when the complainant desires 
to move these shipments from Pittsburgh, by lines 


other than the Pennsylvania, that company charges 4 
cents per 100 pounds for the movement of the car from 
the factory of the complainant to a ‘delivery with the 
outgoing line. Since the carloads of the complainant 
run from 40,000 to 60,000 pounds, this amounts to a 
charge of from $16 to $24 per car. The complainant 
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alleges that this charge is unreasonable and asks that 
it be reduced. 

The Grain & Hay Exchange of Pittsburgh has inter- 
vened in behalf of the complainant. The members of 
that exchange have frequent occasion to move cars to 
and from points upon the terminals of the Pennsylvania 
lines in the city of Pittsburgh which have arrived or 
are going out by other railroads and are therefore inter- 
ested in this general subject. The chamber of commerce 
of the city of Pittsburgh has also intervened in behalf 
of the complainant. 

Pittsburgh is a great industrial center, originating 
an enormous freight tonnage. Its industries, which are 
largely devoted to the production and manufacture of 
iron and steel, extend up and down the Monongahela 
and Allegheny rivers for several miles above their junc- 
tion to form the Ohio, and down the Ohio below the 
junction point. The switching limits of the Pennsylvania 
lines embrace more than 10 miles along these rivers. 

The other lines entering the city of Pittsburgh are 
the Baltimore & Ohio, the Pittsburgh & Lake Erie, a 
member of the New York Central system, and the Wa- 
bash. The Bessemer & Lake Erie Railroad reaches the 
outskirts of Pittsburgh, obtaining an entrance over the 
Union Railroad. The Baltimore & Ohio and the Pitts- 
burgh & Lake Erie have terminals of considerable extent 
in Pittsburgh, but the Wabash has practically none. An 
idea of the relative importance of these terminals can 
be best obtained by stating the amount of traffic which 
is tributary to the various lines. No exact figures could 
be given, but an approximate statement shows that, for 
1912, 3,310,424 tons were shipped from and feceived by 
industries having connection with the Pennsylvania sys- 
tem alone, while 5,960,240 tons were shipped to and from 
industries which have connection with the Pennsylvania 
and also with some other system. 

The Baltimore & Ohio reports 170,991 tons of exclu- 
sive tonnage and 545,680 tons from industries to which 
other lines besides its own have access. 

The Pittsburgh & Lake Erie has 19,431 exclusive 
tons, while 96,745 tons are received from and destined 
to industries having a connection with that line and also 
with some other line. 

The tonnage from industries upon the Wabash is 
small and may be neglected. These figures do not in- 
clude the very large tonnage which originates upon the 
Union Railroad, the Monongahela Connecting Railroad, 
and various private railroads which may be delivered 
usually to two or more of these systems; but it will be 
seen that, nevertheless, the terminals of the Pennsylvania 
Railroad in the city of Pittsburgh are much more exten 
sive and much more valuable than those of any other 
line entering that great tonnage-producing center. It is 
therefore a matter of importance to control these ter- 
minals. The real purpose of this complaint is to compel 
the Pennsylvania system to open its terminals, and the 
case will be considered in that broader aspect. 


What the Commission is really asked to do is to 
reduce the charge for switching carloads of freight to 
and from industries upon the lines of the Pennsylvania 
to other railroads entering Pittsburgh. The purpose of 
the complainant is to so force down the switching charge 
that other lines will absorb these charges and thereby 
give to Pittsburgh and to industries located there the 
benefit of free switching.. This result has actually been 
brought about in many localities, and the Pennsylvania 
lines themselves often participate in this practice. The 
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first claim of the complainant is that, since the defend 
ants accord this privilege at other points, they must als« 
accord it to the city of Pittsburgh. 

It was shown in testimony that in the city of Cleve 
land the ordinary switching charge within the switching 
limits of that city was $2 per car, and that this charge 
was uniformly absorbed by the various lines entering 
that city so that shipments could be delivered to or 
taken up at an industry in any part of that industrial 
center without additional charge, upon payment simply 
of the Cleveland rate. It appeared that the Pennsylvania 
lines which serve Cleveland as well as Pittsburgh were 
parties to this arrangement. The contention of the com- 
plainant is that it is an undue discrimination under the 
third section for these defendants to create and per- 
petuate a condition at Cleveland which gives to indus- 
tries and shippers there free switching, while they de- 
cline to switch at all in Pittsburgh. 

While it appears evident that Cleveland, as a local- 
ity, and shippers located at that locality obtain an advan- 
tage from this free switching, still we are not impressed 
that it should be found upon this record, and in this 
case that this constitutes an undue discrimination which 
can be remedied by an ordér of this Commission direct 
ing that the discrimination be removed. The rates 
charged for switching, and the extent to which these 
charges are absorbed, vary greatly in different parts of 
the United States. It would be going far to say that 
because the Pennsylvania Railroad establishes a’ certain 
switching rate in one locality it must apply that rate 
in all localities. It must certainly apply everywhere a 
reasonable charge. 

It is said that the charge in Cleveland is $2 per car, 
but we are not informed of the extent of the service 
performed. Must railroads which serve Cleveland and 
enter Chicago switch within the limits of that city for 
$2 per car or be held guilty of undue discrimination if 
they do not? Can it be said that the price fixed in 
Chicago is to determine that at Pittsburgh? We cre not 
prepared to sustain this contention upon the part of the 
complainant. While cases may be easily imagined where 
a railroad would be guilty of undue discrimination by 
reason of a diversity in switching charges between two 
localities served by it, that can hardly be true in this 
case, nor could we in this case require these defendants 
to maintain the same system of switching charges at 
Pittsburgh which they maintain at other points upon 
their system. In Merchants’ & Manufacturers’ Asso. of 
Baltimore vs. P. R. R. Co., 23 I. C. C., 474 [Traffic World, 
May 25, 1912, p. 1038], we declined to hold that the 
defendants must establish a switching charge by the car 
because such was their practice in other cities, and we 
permitted in that case a much higher charge than was 
in force at Cleveland. 

The factory of the complainant is situated upon the 
tracks of the Pennsylvania Railroad. The Pennsylvania 
lines west of Pittsburgh are controlled or operated by 
the Pennsylvania Co., the entire stock of which is owned 
by the Pennsylvania Railroad. Lines west of Pittsburgh 
are, however, independently operated. Now, this case 
shows that while the Pennsylvania Railroad declines to 
open its terminals to other systems entering Pittsburgh 
it does form an arrangement with its own family linés 
by which traffic reaching Pittsburgh by any of these 
lines will be delivered free of charge to any point upon 
any of the Pennsylvania lines within the switching limits, 
and, also, by which traffic will be taken up at any point 
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upon any of these lines by any one of the family lines 
without exacting a switching charge from the shipper. 
The second claim of the complainant is that by this 
arrangement the Pennsylvania Railroad is guilty of un- 
just discrimination. It is asserted that even though it 
has the right to close its terminals against all railroads 
it cannot open them to one route without opening them 
to all routes. 

The courts have in one or two instances held that 
the third section does not prevent carriers from entering 
into arrangements for the exchange of freight with one 
connecting carrier, while declining to do so with an- 


other. Kentucky, etc., Bridge Co. vs. L. & N. R. R. Co., 
37 Fed., 567. Little Rock, etc., Ry. Co., vs. Railroad Co., 
59 Fed., 400. In the last case it was said: 


The fact that one connecting railway has a contract for the 
interchange of interstate commerce freight which involves the 
use of the receiving railway’s tracks. and terminal facilities 
would not authorize a court of equity to compel the receiving 
railway to grant a like contract or concession to another con- 
necting company. 

These cases may have once been authorities for 
holding that it was not as a matter of law in violation 
of the third section for a railway to open its terminals 
under a contract for the interchange of freight with one 
eompany while declining to do so with another, but we 
think the statute has been so amended that it is to-day 
for the Commission to say whether as a matter of fact 
the discrimination thereby occasioned is undue—that is, 
whether as a matter of fact if a railroad opens its ter- 
minal to one connection it should open it to all. Look- 
ing at the present situation as a question of fact, we are 
not impressed that these Pennsylvania linés unduly dis- 
criminate against other lines by declining to accord the 
same treatment to outside railroads which they accord 
to one another. While the lines are independently oper- 
ated, their ownership is identical. These lines have been 
welded into one system. It seems to us a natural thing, 
and one of great benefit to the public, that these family 
lines should treat the industries of Pittsburgh as though 
all these lines, which are in fact connected by a com- 
mon ownership, were under, a common operation in name 
as well as in fact. We hold that there is no unjust dis- 
crimination arising out of the circumstance that the 
different members of the Pennsylvania system accord 
the use of their terminals to one another while refusing 
it on the same terms to their outside competitors. 

The complainant in the third place insists that 
whether the Pennsylvania system can or cannot be com- 
pelled to open its terminals, it has in fact done so. It 
does receive and transport traffic between industries 
upon its line and connecting lines, and does make a 
charge for that service. Now it is said that the Com- 
mission may lay hold of that situation and reduce that 
charge to any reasonable figure. 

The Pennsylvania Railroad publishes a tariff for the 
movement of freight between points upon its line. It 
applies that tariff to the switch movement of these cars 
loads; that is, it makes the same charge for moving a 
earload of freight between a point on its terminal tracks 
and the connecting track of another railroad in the city 
of Pittsburgh which it would charge for a movement for 
the same distance upon its main line. The testimony 


indicates it to be the understanding of its officials that 
if traffic is offered for movement between such points it 
must accept it and must move it at its published rate. 
Under these circumstances, 
duce that rate? 

The case of the Merchants’ & Manufacturers’ Asso. 


should the Commission re- 
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of Baltimore vs. P. R. R. Co., supra, is cited as an 
authority upon this point, but the facts in that case 
were different. There perhaps ought to be, and perhaps 
at some time will be, a general rule applicable to all 
terminals which can be applied with uniformity. To-day 
there is no such rule, and for the present each case 
must be dealt with upon its peculiar facts as presented. 
Under the facts of this case we hesitate to hold that 
the Commission should reduce this charge and apply the 
reduced figure as a switching charge which may be 
absorbed by the competitors of the Pennsylvania. This 
tariff is not intended for switching service and is mani- 
festly unreasonable when applied to that service. 

This leaves for determination the broad question, 
Should the Pennsylvania system be required to handle 
to and from industries upon its terminals at Pittsburgh 
freight which has been brought to Pittsburgh by other 
lines; and, if so, under what circumstances and for what 
compensation? The claim of the Pennsylvania is that 
this Commission has no such authority. That company 
asserts that its terminals have been created at great 
expense; that under the local conditions at Pittsburgh 
they could not be duplicated; that they are necessary 
to the operation of the road, which could not discharge 
its duties as a common carrier without them, and that 
to compel the opening of them to other railroads would 
be virtually a taking of the property of that company. 
This situation, it is further urged, has been recognized 
by the Congress, since the third section of the act, while 
requiring the railroads suhject to it to freely interchange 
traffic, has added these words: 


but this shall not be construed as requiring any such common 
carrier to give the use of its tracks of terminal facilities to 
another carrier engaged in like business. 


In this position of the Pennsylvania there is much 
force. Its terminals at Pittsburgh could not be enlarged 
materially without great expense and at some places 
not at all. They are none too extensive for the busi- 
ness of that company. To open those terminals to its 
competitors without further compensation than a mere 
switching charge would, under the circumstances existing 
at Pittsburgh, seem to be unjust and unreasonable. Take, 
as an illustration, the Wabash Railroad, which has re- 
cently obtained an entrance into Pittsburgh, and which 
has practically no terminal facilities. This road com- 
petes with the Pennsylvania for traffic to and from Pitts- 
burgh at many points. Shall it have the right to demand 
upon the payment of a switching charge an entrance to 
those terminals? 

The elaim that to require the Pennsylvania to handle 
the cars of the Wabash for a switching charge reason- 
able as based upon the cost of service would be to give 
the use of those terminals to its competitor has great 
force. The Supreme Court of the United States has 
itself apparently so said in L. & N. R. R. Co. vs. Stock 
Yards Co., 212 U. S., 139. 

The Central Stock Yards at Louisville were located 
upon the Southern Railway and were the live-stock sta- 
tion of that railroad; the Bourbon Stock Yards were 
located upon the Louisville & Nashville Railroad, of 
which they were the live-stock depot. An attempt was 
made to compel the Louisville & Nashville to deliver 
stock at Louisville to the Southern Railway for transfer 


* to the Central’ Stock Yards, and, conversely, to receive 


cars from the Southern Railway destined to the Bourbon 
Stock Yards. The constitution of Kentucky contained 
a provision much resembling our third section, requiring 
the interchange of cars, and the commission of Kentucky 
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under that provision made an order that the Louisville 
& Nashville should receive cars tendered to it for the 
Bourbon Stock Yards. The Supreme Court held that 
this order was invalid, using the following language: 

There remains for consideration only the third division of 
the judgment which requires the plaintiff in error to receive at 
the connecting point, and to switch, transport and deliver all 
live stock consigned from the Central Stock Yards to any one 
at the Bourbon Stock Yards. This also is based upon the sec- 
tions of the constitution that have been quoted. If the prin- 
ciple is sound, every road into Louisville, by making a physical 
connection with the Louisville & Nashville, can get the use 
of its costly terminals and make it do the switching necessary 
to that end upon simply paying for the service of carriage. The 
duty of a carrier to accept goods tendered at its station does 
not extend to the acceptance of cars offered to it at an arbi- 
trary point near its terminals by a competing road for the 
purpese of reaching and using its terminal station. To require 
such an acceptance is to take its property in a very effective 
sense, and cannot be justified unless the railroad holds that 
property subject to greater liabilities than those incident to its 
calling alone. The Court of Appeals did not put its decision 
upon any supposed special liability, but on the broad ground 
that the state constitution requires it and lawfully may require 
it of a common carrier by rail. Therefore the judgment must 
be reversed 

The holding of this Commission in Morris Iron Co. 
vs. B. & O. R. R. Co., 26 I. C. C., 240 [Traffic World, 
Mar. 8, 1913, p. 588], was apparently to the same effect. 
Upon further consideration of the matter, we do -not 
think that this Commission under the circumstances in 
this case ought as a matter of discretion, even if it could 
as a matter of law, to establish a mere switching charge 
which the competitors of the Pennsylvania lines can 
absorb and under which they obtain the virtual use of 
these terminals. 

What, then, are the rights of the public in these 
terminals? Can the Pennsylvania, having first acquired 
them, exclude from their use all persons desiring to reach 
the industries located on them unless they reach them 
through the Pennsylvania Railroad? It may be said that 
the public can condemn these terminals, or any portion 
of them, but in the city of Pittsburgh that would be well- 
nigh impossible and certainly unnecessary at the present 
time, 

As was said by this Commission very recently in St. 
Louis, S. & P. R. R. Co. vs. P. & P. U. Ry. Co., 26 I. C. 
C., 226 [Traffic World, Mar. 8, 1913, p. 583], there is 
nothing sacred about the terminals of a railroad. They 
are available to the public and may be regulated by the 
public in exactly the same way that any other part of a 
railroad can be. No portion of the property of a railroad 
can be taken without due process of law nor without 
just compensation, but to require a railroad to put any 
portion of its property to a proper public service as a 
just rate is not to take it without due process of law. 
The third section itself, which is relied upon by these 
defendants, makes no distinction between “tracks and 
terminal facilities.” The requirement upon the carrier 
for the use of its terminals must be reasonable, and the 
compensation must be fixed, not on the basis of mere 
cost of service, but in view of the fact that the terminals 
are of special value to a railroad as a part of its system. 
In our opinion, the public may require the Pennsylvania 
to handle cars to and from industries upon its terminal 
tracks in the city of Pittsburgh, but that requirement 
should be made and the compensation should be deter- 
mined in view of the entire situation, and we are further 
of the opinion that the present power of the Commission 
is adequate to that end. 

In MeNeill vs. S. Ry. Co., 202 U. S., 543, the Supreme 
Court of the United States held that an interstate ship- 
ment was subject te federal regulation and could not be 
interfered with by the state until it was finally delivered 
to the shipper. In that case a carload of coal had been 
brought from a point without the state of North Carolina 
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but was still upon the tracks of the Southern Railwa 
and undelivered. The decision of the court was tha 
the state commission could not direct as to the deliver 
of that carload, this being a matter of federal jurisdic 
tion. 

This case determines that the authority of the fed 
eral government in case of an interstate shipment ex 
tends from the point where the traffic is received fron 
the shipper to the point where it is finally laid down by) 
the railroad for delivery to the consignee. Apply this 
case to a shipment upon the Pennsylvania itself t 
Pittsburgh. How far does the authority of this Com 
mission extend in fixing the rate under which that ship 
ment moves? Is that authority exhausted when we 
establish a rate to Pittsburgh? What does Pittsburgh 
signify when used in that sense? The switching limits 
covered by that term are ten miles in length and several 
miles in width. Within those limits are several stations 
for the delivery of parcel freight and a great number of 
places at which carload freight is delivered. Whether 
the rate named applied to one point or another is of 
great importance to the shipper, and might often be the 
means of much serious discrimination. It is manifest 
that authority to fix the rate must mean authority to fix 
the rate from the point where the shipment is taken up 
by the Pennsylvania to the point where it is finally laid 
down by that company. 

Assume, now, that this shipment is moving under a 
joint rate between the Pennsylvania and some other rail- 
road connecting with the Pennsylvania at a point dis- 
tant from the city of Pittsburgh. Here the same rule 
must apply. The authority of the Commission to fix that 
joint rate must be as broad as the service. It must apply 
from the point where the traffic is received to the point 
where it is delivered by the railroad. 

Why should the rule be different when traffic is de- 
livered to the Pennsylvania at Pittsburgh than when it 
is delivered 5 or 25 miles from the city of Pittsburgh? 
Does the mere fact that these miles of track known as 
Pittsburgh are called terminals prevent public authority 
from requiring the movement of freight from point to 
point within those limits and determining the rate at 
which it shall move, and if the movement were across 
a state line must not that be regulated by the federal 
government, and has not this Commission to-day juris- 
diction over that subject? We think it clearly has. This 
Commission may, in our opinion, establish a joint rate 
from any point upon these terminals where traffic is 
received by the Pennsylvania to a point upon any con- 
necting line. The language quoted from the Supreme 
Court might, if literally read, indicate otherwise, but that 
language was not used with reference to a situation like 
the one before us. The power of this Commission must 

extend to the entire service rendered by the carrier 
and must be as extensive as that service.* 

*Grand Trunk Ry. Company of Canada vs. Michigan Railroad 
Commission, decided by the Supreme Court of the United 
States, Dec. 8, 1913, since the opinion in this case was agreed 
to, is in exact accord with this view. It is there held that the 
terminal tracks of a railroad may be put to the purpose of 
legitimate transportation for the benefit of the public as are 
its main lines, and this is what the Commission here decides. 

This power to establish a joint rate must, however, 
be exercised under the limitations imposed upon this 
Commission in the fixing of joint rates, and these limita- 
tions should be kept clearly in mind. Originally the 
statute contained no provision permitting the establish- 
ment of a joint rate between two carriers by public 
authority, and the courts held that, notwithstanding the 
provisions of the third section, railroads were free to 
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elect their connections’ and to make such arrangements 
xr the handling of through business with those connec- 
ons as they saw fit. To make such arrangements with 
ne railroad and exclude another was not an undue 
iscrimination. 

Later the act was amended so as to give this Com- 
nission authority to establish a through route between 
ints where no “reasonable and satisfactory route” al 
ready existed. If a railroad had provided one satisfac- 
tory route for the transaction of business, either all the 
way by its own line or by its own line in connection 
with some other line, this Commission had no authority 
to establish an additional route. The manifest intent of 
this provision was to permit a railroad to handle by such 
route as it saw fit traffic which it could obtain, provided 
it offered a satisfactory route and therefore protected 
the public interest. 

Still later this provision for joint rates was changed 
so as to allow the establishment between two points of 
an indefinite number of routes, but it was now provided 
that in the establishing of a through route no railroad 
should be required to haul traffic over less than the 
entire length of its line unless such route was unduly 
circuitous. The purpose of Congress here again is plain. 
If a railroad has traffic in its possession, it shall be 
allowed to handle it by its own line as far as it 
unless the public interest will suffer thereby. 

A question arises in the practical application of this 
statute which will be miost easily understood from the 
diagram below: 


can 


A @ eid - - ® 
No. 1 ¥ 

Railroad No. 1 extends from A to X and from A to 
Y; railroad No. 2 from B to Y. If, now, a through route 
is to be established between A and B, shall it make via 
the junction at Y or via the junction at X? The statute 
does not in terms answer this question, but the manifest 
intent of Congress was to provide that a shipment from 
A should be routed via junction X, giving railroad No. 1, 
which initiates and has possession of the traffic, the long 
haul, while a shipment originating at B should be routed 
via junction Y, thus giving to railroad No. 2, which has 
possession of the traffic, its long haul. 

Let us now apply this interpretation of the statute 
to traffic between Baltimore and Pittsburgh, via the Penn- 
Sylvania and the Baltimore & Ohio. Assume, first, that 
traffic is delivered to the Pennsylvania, or originates 
upon the terminals of the Pennsylvania in the city of 
Baltimore, destined to an industry upon the terminals 
of the Pennsylvania at Pittsburgh. Under our power to 
establish a joint rate we have no right, directly or indi- 
rectly, to deliver that traffic to the Baltimore & Ohio for 
any part of the transportation. The Pennsylvania has a 
direct line by which it can handle the business, and no 
system of switching charges should be enforced by which 
the Baltimore & Ohio can take that traffic from the Penn- 
sylvania. 

Assume, next, that the traffic originates at a point 
upon the Baltimore & Ohio in Baltimore. It is now in 
the possession of that road, which has the right to the 
long haul and which should be allowed to transport it to 
Pittsburgh and there deliver it to the Pennsylvania for 
movement to the industry. 

The rate for the movement in the second case ought 
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to exceed that for the movement in the first case. A 
two-line haul is involved in the second case, as against 
a one-line haul in the first. The expense of handling 
the traffic is greater and the charge paid by the public 
should also be greater. 

Let it be noted that no part of that charge can be 
refunded to the shipper. Under the practice generally in 
vogue and recognized by this Commission, if a switching 
charge were imposed for the movement of this car by 
the Pennsylvania to its industry the Baltimore & Ohio 
could absorb or pay that switching charge, thus giving 
to the shipper the benefit of the rate from Baltimore 
to Pittsburgh, but if a joint through rate be established 
the entire rate must be paid by the shipper and retained 
by the carrier. 


It should further be noted that while the joint rate 
to the industry upon the Pennsylvania is possibly 1 cent 
per 100 pounds higher than the regular rate from Balti- 
more to Pittsburgh via either of these lines, that does 
not necessarily furnish the basis for dividing that rate. 
The Baltimore & Ohio has been relieved of a terminal 
service at Pittsburgh and should be willing to take less 
for that reason than as though delivery had been upon 
its own track. The Pennsylvania has performed that 
service and should be entitled to receive, in addition to 
the difference between the joint and the single-line rate, 
something therefor from the Baltimore & Ohio; that is, 
the division of the Pennsylvania ought to be more than 
the additional charge to the public, depending upon a 
variety of circumstances which will not be here discussed. 

It is our opinion that a series of joint rates from 
various points to Pittsburgh should be worked out in 
accordance with this holding. We do not at this time 
undertake to say how much the joint rate to a point 
upon a Pennsylvania terminal should exceed the regular 
Pittsburgh rate. In Merchants’ & Manufacturers’ Asso. 
of Baltimore vs. P. R. R. Co., supra., we allowed 5 cents 
per 100 pounds upon the first two classes and 2 cents 
per 100 pounds upon the last four classes. This would 
seem to result in imposing upon the public under condi- 
tions existing at Pittsburgh too high a charge in case of 
the last two classes, where the minimum usually exceeds 
30,000 pounds. 

We express no opinion whatever as to the division 
which may properly be allowed between these carriers. 
Such rates might probably be provided for by the publi- 
cation of a tariff naming in general terms the amount 
to be added when for delivery upon the Pennsylvania 
track, in which the Pennsylvania siould concur, and 
vice versa. 

While this complaint asks the Commission to order 
the defendants to enter into n.utual switching arrange- 
ments with one another in the city of Pittsburgh, it is 
doubtful if it can be construed to be an application for 
the fixing of joint rates, as indicated in the foregoing 
report. We shall therefore attempt to make no order 
at this time. If the carriers do not work out a system 
of rates based upon the suggestions in this opinion the 
complainant may amend its petition and we will further 
hear .the parties and proceed to a definite establishment 
of such joint rates unless cause to the contrary is shown. 
McChord, Commissioner, concurrinz: 

In the general disposition of this case I concur, but 
I do not agree with the construction placed on the deci- 
sion of the Supreme Court in the Louisville Stock Yards 
case. There the only question before the court was, 
first, whether the Louisville & Nashville Railroad, after 
transporting live stock to Louisville, where it had stock 
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yards of its own, could be compelled to turn such traffic 
over to the Southern Railway for movement to the stock 
yards of that carrier in Louisville when such delivery 
would require the Louisville & Nashville Railroad either 
to build chutes to transfer cattle to cars of the Southern 
Railway or to permit its cars to pass out of its possession 
when there was no provision for their return or compen- 
sation for their detention; second, whether the Louis 
ville & Nashville could be compelled to switch to its 
own stock yards cattle from the Southern Railway stock 
yards at Louisville. The broad question of interswitching 
at terminals was not presented, and I do not believe that 
the decision rightly can be given the interpretation which 
is accorded it by the majority opinion. My opinion in 
this regard seems fortified by the decision of the Supreme 
Court in Grand Trunk Railway Co. of Canada vs. Michi 
gan Railroad Commission, to which my attention has just 
been called and which was delivered Dec. 8, 1913. 

I also do not agree that the additional cost of switch- 
ing to an industry on another line necessarily must be 
borne by the shipper and cannot be absorbed by the 
initial carrier. I concede that this Commission could not 
require such absorption, unless to remove unjust dis- 
crimination, but I am unable to see why the full force of 
competition should not be given as much play in this 
respect as in the many cases where carriers offset cer- 
tain of their disadvantages by shrinkage of their revenue. 
To say that the public must pay a greater charge for 
such a movement to Pittsburgh because the expense of 
handling the traffic is greater than if transported by but 
one carrier, to my mind, gives to the cost of the service 
an exaggerated influence. A strict application of this 
theory would divert all traffic to the most economically 
operated routes, a proposition at once untenable. That 
the owner of the terminal used is entitled to proper and 
adequate compensation is fundamental, but that this com- 
pensation must come from the shipper does not to me 
appear sound legally or economically, and, in fact, its 
impropriety is partially conceded in the majority opinion, 
where it is proposed to give to the terminal line some- 
thing more than the additional rate paid by the shipper. 
To do this the road-haul carrier must shrink some of 
its revenue, and if it be proper to shrink some, why may 
it not legally shrink enough adequately to compensate 
the terminal road? [I appreciate that there may be a 
saving in terminal expense to the initial carrier and that, 
perhaps, the terminal line is entitled to more than it 
would demand for the use of its terminals where it per- 
formed the road movement, but I do not see why there 
must be a division of the terminal charge between the 
shipper and the initial carrier. In view of the possible 
saving of terminal expense and of the competitive condi- 
tions, would be unlawful for the initial carrier to pub- 
lish to its interchange track in Pittsburgh proportional 
rates that would equalize the through charges, as is done 
at the river crossings and at the most important gate- 
ways? 


MAY CANCEL JOINT RATE 
1. & S. DOCKET NO. 252 (28 I. C. C., 640-644) 
KANSAS CITY & MEMPHIS RAILWAY CO. RATE 
CANCELLATION. 
Submitted Oct. 15, 1913. Decided Dec. 8, 1913. 


Proposed cancellation of joint through rates between the St. 
Louis & San Francisco and Kansas City & Memphis rail- 
ways (the latter extending thirty miles from Rogers to 
Siloam Springs, Ark.) permitted to become effective as to 
junction points between the two carriers. To and from 
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local points on the Kansas City & Memphis joint rates 
ordered to be maintained, which may be made a reason- 
able amount above the junction-point rate, 


Dick Rice and R. C, Hobbs for Kansas City & Mem- 
phis Railway Co., Fountain City Lumber Co., Reed & 
Fergus, Benton Count Hardware Co. and Williams Tie & 
Timber Co. 

Fred H. Wood for St. Louis & San Francisco Railroad 
Co. 

Fred G. Wright for Missouri Pacific Railway Co. and 
St. Louis, Iron Mountain & Southern Railway Co. 


Report of the Commission. 
CLEMENTS, Commissioner: 

This investigation involves the proposed cancellation 
by the St. Louis & San Francisco Railroad Co. of all its 
joint rates made in connection with the Kansas City & 
Memphis Railroad Co. The tariffs carrying the proposed 
increases have been suspended in their operation until 
Feb. 16, 1914. The St. Louis & San Francisco Railroad 
Co, will be referred to hereinafter as the Frisco, and the 
Kansas City & Memphis and the shippers located on its 
line as the protestants. 

Rogers, Ark., is 334 miles southwest of St. Louis. 
Fayetteville is 19 miles south of Rogers. Both of these 
Arkansas points are located on the main line of the St. 
Louis & San Francisco Railroad, between St. Louis and 
Dallas. Southwestwardly from Rogers runs the Kansas 
City & Memphis Railway to Siloam Springs, Ark., a dis- 
tance of 30 miles. From Cave Springs, on this latter 
line, 10 miles southwest of Rogers, is projected, in a 
southeasterly direction, another portion of the line of the 
Kansas City & Memphis, to the Frisco, at Fayetteville, 
a distance of 21 miles. From Freeman, 2 miles west of 
Rogers, the remaining spur of the Kansas City & Memphis 
projects east to Monte Ne, a distance of 6 miles, this line 
crossing the line of the Frisco a few miles south of Rogers. 
A through route is therefore afforded to all points on the 
Kansas City & Memphis in connection with the Frisco 
to Rogers and the Kansas City & Memphis beyond. 
Siloam Springs, the extreme southwestern point on this 
through route, is also a junction point with the Kansas 
City Southern Railway, which extends almost due south 
from Kansas City and in connection with the Missouri, 
Kansas & Texas Railway forms another route from St. 
Louis to Siloam Springs and, through Siloam Springs, a 
though route in the reverse direction from the route 
through Rogers to all points on the Kansas City & Mem- 
phis intermediate to Rogers and Fayetteville on the Frisco. 
In other words, traffic from St. Louis to points on the 
Kansas City & Memphis may be routed via the Frisco 
through Rogers, thence southwest via the Kansas City 
& Memphis or via the Missouri, Kansas & Texas and 
Kansas City Southern to Siloam Springs, thence northeast 
via the Kansas City & Memphis to the same destinations. 
It will therefore be seen that the Kansas City Southern 
makes the rate to Siloam Springs both from Kansas City 
and St. Louis, and that route was available before the 
Kansas City & Memphis was constructed. The Kansas 
City & Memphis was completed from Rogers to Siloam 
Springs in 1905 and from Cave Springs to Fayetteville 
in 1912. Joint rates to Kansas City & Memphis local 
points were first established by the Kansas City Southern 
and connections in July, 1909; whereupon the Frisco 
was requested to participate in the same basis via Rogers, 
but this the Frisco at first refused to do, and did not 
do until March 1, 1911. The rates from St. Louis to 


Siloam Springs in cents per 100 pounds are: 





Jan 


rhe 


ind 
rol 
dist 


Che 
ris 
the’ 


The 
Me! 
Rog 
tha’ 
cell 
Rog 


Frits 
the 

dist 
bet’ 
Fris 
City 


of t 
car 
rocé 
to I 
whi 
ace 
whi 


dus 
in j 
row 
of | 
loc 
rail 
is | 
whi 
age 
of | 
equ 
itse 
wor 
fror 
anc 
to ; 


ser 
of | 
indi 


mec 
to ¢ 
alth 
divi 
phis 
mer 
bec: 
poir 





January 10, 1914 


4 6 
55 41 45 


A 20 °D.3B 
35 29 26 23 
Louis to Rogers are: 


e& £ A. 3-22 B 
50 38 42 32 26 23 20 


ind the local class rates of the Kansas City & Memphis 
Springs, which 


rom Rogers to Siloam are made on a 
listance basis, are: 


a a 
23 18 20 


BCD 5s 
wv - iS 
[he increase in class rates to Siloam Springs should the 
frisco be permitted to cancel these joint class rates, wou!d 
therefore be: 

A. i a ee 

17 14 10 8 6 
The commodity rates to points on the Kansas City & 
Memphis are, generally speaking, the junction point or 
Rogers rates extended and blanketed over the line, so 
that the increase in those rates upon the proposed can- 
cellation would be in the amount of the local rates from 
Rogers. 

The distance from St. Louis to Siloam Springs via the 
Frisco and Kansas City & Memphis is 364 miles and via 
the Kansas City Southern and connections 461 miles. The 
distance to Cave Springs on the Kansas City & Memphis 
between Rogers and Siloam Springs is 343 miles via the 
Frisco route, and 482 miles in connection with the Kansas 
City Southern. 

At Rogers industries are located upon the tracks both 
of the Frisco and the Kansas City & Memphis, and these 
carriers entered into and have since maintained a recip- 
rocal switching arrangement. At Fayetteville there appear 
to be no industries located on the Kansas City & Memphis 
which are not also served by the Frisco, and the latter 
accordingly refused to enter into any arrangement by 
which traffic entering Fayetteville via the Kansas City 
& Memphis would be switched by the Frisco to the in- 
dustry. Thereupon the Kansas City & Memphis provided 
in its tariffs for store-door delivery; that is, that traffic 
routed via its line into Fayetteville would be drayed, free 
of charge to the shipper, to the consignee industry, if 
located on the rails of the Frisco or at any point off the 
rails of the Kansas City & Memphis. This drayage service 
is performed by the Ozark Transfer Co., the, stock .of 
which is owned by J. E. and W. B. Felker, purchasing 
agent and chairman, respectively, of the executive board 
of the Kansas City & Memphis. This company has no 
equipment and therefore does not perform the service 
itself, but engages the Guthrie Transfer Co. to do the 
work, paying it, it is stated, the full allowance received 
from the railway. So far as the record shows, no allow- 
ance for drayage has been made, directly or indirectly, 
to any shipper or consignee. It is contended on behalf 
of the Kansas City & Memphis that this free drayage 
service is necessitated by the comparative disadvantage 
of location of its station with that of the Frisco to the 
industrial section of the city. 

This store-door delivery tariff appears to be the im- 
mediate cause of the action of the Frisco in proposing 
to cancel its joint rates with the Kansas City & Memphis, 
although further reasons advanced are that the basis of 
divisions is unsatisfactory; that the Kansas City & Mem- 
phis has indulged in irregular practices ‘in interline settle- 
ments, and that the proposed cancellation is justifiable 
because of the present low scale of rates, it being further 
pointed out that upon the cancellation there would still 
be available a reasonably satisfactory through route in 
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connection with the Kansas City Southern through Siloam 

Springs. The Frisco asserts that its rates to Rogers, the 

junction point with the Kansas City & Memphis, are con- 

trolled or influenced by the rates to Fort Smith, which 

are made by the St. Louis, Iron Mountain & Southern 

Railway, and are, in cents per 100 pounds, as follows: 
ss 4 8 a 8 OO 2 
9 75 59 44 46 39 34 30 25 

The distance from St. Louis to Fort Smith is 416 
miles. The rates to Rogers are, in cents per 100 pounds, 
as stated: 

* 2h: & 2S OC BOS 
78 64 50 38 42 32 26 23 20 
for a distance of 334 mles. 

The rails of the Kansas City & Memphis, it will be 
noted, lie between and connect two trunk lines of railway, 
the Kansas City Southern and the Frisco. It was not 
built as an outlet for any appreciable volume of heavy 
tonnage in sight, such as coal and lumber, but, so far 
as the record shows, merely as such an investment and 
upon such promise as a sparsely settled locality so sit- 
uated might hold out. The section which it traverses 
produces principally fruits, berries and cattle. From May, 
1912, to March, 1913, it interchanged with or received 
from the Frisco at Rogers 513 cars of all traffic. During 
the calendar year 1912 the total number of cars inter- 
changed in both directions and moving on through billing 
was 303. During the 17 months ending May 31, 1913, the 
Frisco received from this carrier on through billing 200 
cars. The Kansas City & Memphis owns and operates 
4 locomotives, 5 passenger cars, 5 flat cars, 1 motor car 
and 1 caboose. Equipment for through shipments origi- 
nating on its line, including that for live stock and refrig- 
eration freight, is furnished by the Frisco. It is con- 
tended by the Frisco that its service is fully as great on 
traffic interchanged with the Kansas City & Memphis as 
on traffic local to its station at Rogers, it being necessary, 
the Kansas City & Memphis not providing the equipment, 
for the Frisco to place and remove empty cars employed 
in the through business. _ 

As we have stated, the present rates to Kansas City 
& Memphis stations were made by the Kansas City South- 
ern and were not met by the Frisco until about two years 
later. The rates so established by the Frisco apply, it 
should be stated, only from competitive points, rates from 
its local stations being the full combination on Rogers. 
Assuming the local rates of the Frisco to Rogers to be 
reasonable, it seems clear that we cannot compel that 
carrier on through traffic to shrink those rates in ab- 
sorption of the local rates of the Kansas City & Memphis 
beyond that point; that is, on such traffic to do other 
than to accept its local rates minus such deductions as 
might be proper because of the lesser service it performs 
as a part of a through haul, if it actually performs a 
lesser service, which seems to be at least doubtful here. 
Because the Frisco has seen fit voluntarily to absorb the 
full charge of the Kansas City & Memphis on commodities 
heretofore affords no sound basis for an order requiring 
the continuance of that practice. 

We understand that the Frisco participates in joint 
rates to Fayetteville, although such rates are, as a matter 
of fact, but seldom used, as traffic ordinarily moves via 
its own line direct to that point. We do not think that 
the Frisco should be required to participate in joint rates 
to its own stations. Nor are we of opinion that joint 
rates to Kansas City & Memphis stations may not be made 
higher than to Rogers, its point of interchange with the 
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Kansas City & Memphis. The Frisco should, however, 
continue to participate in through routes and joint rates 
to these Kansas City & Memphis local points on a rea- 
sonable basis above that applicable to Rogers. This would 
permit such reasonable increase in such of the present 
commodity rates as are blanketed from and including 
Rogers as will give to each carrier a reasonable share 
of the joint earnings under an equitable basis of divisions. 
The class rates now grade up from the junction point. 
Some or all of them may be adjusted in a reasonable 
grade from Rogers, and the fault, if any, may be in the 
basis of divisions. Others or all of them may not be 
properly adjusted in the respect noted. Again, it may 
be that the full combination on Rogers or joint rates 
but slightly lower than that combination and divided 
approximately upon a mileage basis would be excessive 
because the local rates of the Kansas City & Memphis 
are too high. As to the details of these matters, we shall 
make no definite finding at this time, but shall give the 
carriers an opportunity to make such readjustments as 
they may deem necessary in view of and within the prin- 
ciple herein announced. Pending whatever readjustment 
of these rates, class and commodity, they may propose, 
we shall require the present rates to local points on the 
Kansas City & Memphis, including Siloam Springs, to be 
maintained. An order will be entered accordingly. 

We are making the order herein effective for the 
usual period of two years, but this will be subject to such 
modifications as to the amount of the joint rates as the 
Commission may hereafter deem proper in view of any 
readjustments that may be proposed by these carriers in 
accordance with the suggestions herein. 


ORDER. 

It appearing, That on April 15 and 26, May 12, June 
10, and July 8, 1913, the Commission entered upon an 
investigation concerning the propriety of the increases 
and the lawfulness of the rates, charges, regulations and 
practices stated in the schedules contained in tariffs 
designated as follows: ‘St. Louis & San Francisco Rail- 
road Co. sup. Nos. 34 to No. 6049, 7 to No. 6100, 14 to 
No. 6122, 6 to No. 6130, 19 to No. 6142, 13 to No. 6156, 
3 to No. 6164, 19 to No 6167, 27 to No. 6170, 21 to No. 
6182, 18 to No. 6254, 16 to No. 6255, 16 to No. 6256, 13 
to No. 6257, 15 to No. 6258, 10 to No. 6280, 9 to No. 6290, 
13 to No. 6295, 17 to No. 6305, 15 to No. 6418, 17 to No. 
6427, 9 to No. 6431, 8 to No. 6438, and No. 6555; R. H. 
Countiss, agent, sup. No. 2 to No. 961: W. P. Emerson, 
agent, sup. Nos. 16 to No. 8 and 7 to No. 11: W. H. Hosmer, 
agent, sup. Nos. 8 to No. A-174, 4 to No. A-320, 17 to 
No, A-347, 6 to No. A-356, 4 to No. A-360, and 4 to No. 
A-362; F. A. Leland, agent, sup. Nos. 33 to No. 807, 39 
to No. 864, 9 to No. 911, 15 to No. 930, 17 to No. 936, 23 
to No. 946, 14 to No, 947, 12 to No. 955, 11 to No. 957, 
10-to No. 966, 6 to No. 970, 3 to No. 974, 2 to No. 977, 
1 to No. 979, 5 to No. 980, 3 to No. 986 and No. 989; 
Eugene Morris, agent, sup. Nos. 8 to No, 248, 23 to No. 
355 and 11 to No. 3863; W. A. Poteet, agent, sup. Nos. 
13 to No. 253, 14 to No. 258, 1 to No. 263, and 3 to No. 
267, and subsequently ordered that the operation of said 
schedules contained in said tariffs be suspended until Feb. 
16, 1914; 

It further appearing, That on July 23 and Aug. 11, 
1913, the Commission entered upon an investigation con- 
cerning the propriety of the increases and the lawfulness 
of the rates, charges, regulations and practices stated in 
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the .schedules contained in tariffs designated as follo 
Thos. H. West and B. L. Winchell, receivers; St. Louis 
& San Francisco Railroad, supplement No, 14 to I. C 
No. 6050 and I. C. C. No. 6588; F. A. Leland, agent, I. C 
No. 1003, and Eugene Morris, agent, I. C. C. No. 412, and 
subsequently ordered that the operation of said schedules 
contained in said tariffs be suspended until June 11, 19 

It further appearing, That a full investigation of the 
matters and things involyed has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the carriers respondent herein and 
designated in said tariffs be, and they are hereby, notified 
and required to cancel, on or before Feb. 15, 1914, the 
said tariffs in so far as they apply to and from stations 
on the Kansas City & Memphis Railway, including Siloam 
Springs, Ark., but excluding Fayetteville, Monte Ne Jun 
tion and Rogers, Ark. 

It is further ordered, That said respondents be, and 
they are hereby, notified and required to establish, on 
or before Feb, 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manner pre 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not less than two years after said Feb 
15, 1914, to maintain rates to and from points on th 
Kansas City & Memphis Railway, including Siloam Springs 
Ark., but excluding Fayetteville, Monte Ne Junction and 
Rogers, Ark., which shall not exceed their rates in effect 
on April 14, 1913. 


McREYNOLDS AND ELLIOTT CONFER 


Attorney-General McReynolds and President Elliott 
of the New Haven are to have their long-heralded con 
ference to-day on the plan the railroad officials are said 
to have prepared looking toward the dissolution of the 
so-called New England transportation trust. 

Up to this time there has been no real informatio’ 
as to what work their officials are doing or what th 
attorney-general will require as a condition precedent to 
a promise from the government that the New Haven 
will not be taken into the courts under the anti-trust law 

The speculation as to what he will require takes 
an extremely wide range, going so far as to suggest th 
he will require that the New Haven give up the old 
New York & New England, which has no way of getting 
passengers into New York except by way of the elevated 
and which is memorable in New England for running 
the “ghost train,” composed of all-white passenger equip 
ment. It also embraces a suggestion that the Fitchburg 
shall be turned loose by the Boston & Maine. 

It seems to be conceded that he will require that t! 
Boston & Albany shall be freed from its joint contr 
that there be a divorce of the water lines and that t! 
trolleys be set adrift, thereby placing on the Commissi« 
the burden of forcing the disconnected roads, when th¢ 
get into the fights that the competitive system engende! 
to make through routes and joint rates. 

Thus far, if there has been any inclination on t! 
part of the attorney-general to ask for the advice of t 
men who have to deal with the practical problems 
getting railroad service for the publi¢ there has not be: 
a hint of it anywhere. 
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EFFICIENCY IN STATION AGENCIES 


Editor THe TRAFFIC WORLD: 

Since the controversy and investigation had some 
three years ago in connection with the increased rates 
proposed by the railroads, operating in the Official Clas- 
sification territory, there has been a great deal written 
and said about efficiency and economy. While the car- 
riers were not permitted to increase their rates, no one 
will doubt that the hearings, which were held in con- 
nection with this case, have not only been beneficial to 
the eastern lines, but have also been productive of good 
results to all of the other roads in this country. 

It is the rule, rather than the exception, that a criti- 
cism, whether merited or not, if directed toward one 
of sufficiently broad caliber, is helpful; for in many in- 
stances it brings to the attention phases of a subject 
under consideration might otherwise have gone 
unobserved. 

On account of the complexity of railroad admiiistra- 
tion, occasioned principally by its properties extending 
over thousands of miles, it is not possible for the presi- 
dent or general manager of a railroad to give its affairs 
the same personal supervision that the president or 
manager of a department store, wholesale house or a 
manufacturing enterprise can give to these industries. 
Consequently, the same degree of efficiency cannot be 
had in the operation of railroads as in conducting these 
other enterprises. . 

The result of the hearings in connection with the 
eastern advance rate case has been the enlargement of 
the operating organizations so that more detailed super- 
vision might be given to matters which, theretofore, were 
considered unimportant. 

Thére is, however, one branch of the service which 
has not yet received as much attention as it merits, and 
that is instructing local freight agents in the principles 
of economy and efficiency in matters pertaining to their 
work. 

Whether a local freight agent is stationed at some im- 
portant center or at a way station, it is largely through his 
conduct that the sentiment of the public is reflected toward 
the railroads. The officials of some of the roads recognize 
the necessity for better trained agents and are having 
periodical meetings, discussing subjects in which they 
are concerned. Such meetings cannot fail to result in 
a wonderful amount of good, but there are numerous 
things an agent meets with, daily, which cannot’ be 
intelligently and satisfactorily handled at these meetings. 
The most important is instructing them regarding their 
relations to the public and how to use their tariffs and 
division sheets. When you consider the numerous duties 
they have to perform, together with the complicated ar- 
rangement in which some tariffs are compiled, the con- 
clusion is not hard to reach that it is almost a physical 
impossibility for them to become familiar with these 
tariffs without some assistance. 


which 


The resulting effect of an agent’s unfamiliarity with 
his tariffs may be illustrated as follows: Let us suppose 
that a prospective shipper applies to an agent for a rate 
and, although the tariff carrying the desired rate may be 
on file at this station, the agent, not being familiar with 
his tariffs, wires the general office for the rate. Several 
days may elapse before a reply is received, and in the 
meantime this shipper is anxiously waiting for the in 
formation and when it is finally obtained the market 
has declined on the commodity he had for transportation 
and sale, causing him a financial loss which would have 
been avoided if the agent had known how to use his 
tariffs. Following the thought to its logical conclusion, it 
might be expected that this shipper will discuss his 
experience with his friends and acquaintances at social 
gatherings and other meeting places without any feeling 
of good-will toward railroads, so when election time is 
at hand we see this man and his associates supporting 
the candidate who is the most antagonistic to corpora- 
tions. Thus we see a prejudicial public opinion created 
against railroads which is going to find expression at 
election time, in legislative halls and in the deliberation 
of juries, in considering cases in which they are inter- 
ested. Incidents of this kind may seem infinitesimal to 
those accustomed to dealing with large matters, but it 
should not be overlooked that it is often the little things 
that are seized upon by imaginative political fanatics 
endeavoring to waft themselves into political power and 
prominence. On the other hand, had this agent known 
how to use his tariffs he could have given the shipper 
the rate immediately, enabling him to make a prompt 
sale, thereby preventing the loss he suffered because of 
the decline in the market which occurred during the 
delay incident to telegraphing for it. Not only are such 
delays productive of creating and stimulating adverse 
sentiment toward railroads, but if a recapitulation is 
made of some of the items of time and expense necessary 
to get the information by wire they may be summarized 
as follows: The time the agent occupied in writing the 
message, the sending and receiving operators’ time in 
handling it, the clerk’s time in the general office looking 
up the information and dictating the reply, the stenogra- 
pher’s time consumed in writing the message, and the sta- 
tionery used. If this condition is permitted to continue, it 
will be seen that these combined items, when applied to the 
entire line, if reduced to a money unit, will aggregate 
quite a sum in the course of twelve months. 

A secondary benefit that would result from adopting 
a policy of educating agents in the use of their tariffs 
and division sheets would be in preserving to the com- 
pany its maximum revenue by routing shipments via the 
junction yielding the greatest proportions. The inex- 
perience of agents and bill clerks in the use of their 
tariffs is causing the revenues of some of the lines to 
be decimated thousands of dollars annually, and in this 
way large amounts are being sacrificed to the better 
revenue producing ones which if retained would, doubt- 
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less, eliminate a few red figures in the balance sheet 
at the end of the fiscal year. I say secondary, because 
I believe nothing contributes so much to the prosperity 
of a railroad as the maintenance of friendly relations 
with the public, which should be the constant thought 
and primary aim of every employe. Such relations would 
be extremely beneficial when organized labor is making 
demands for increased wages and better working con- 
ditions. These organizations have already, in a great 
many instances, passed the limitations which would be 
countenanced by a sympathetic and benevolent public. 

Another way in which the efficiency of an agency 
organization might be increased is to encourage every 
employe at a station to familiarize himself with the work 
that is performed by each of the employes thereat. 
Nothing is more exasperating to a business man than to 
be told, when he asks for a rate or other information, 
that “Mr. Jones,’ who handles the quotations, etc., is 
not in, therefore, it will be necessary for him to call 
again when Mr. Jones returns. A _ progressive agent 
will not tolerate an organization of this kind. This would 
not only eliminate the frequent complaincs from the 
public of inability to secure information because of the 
temporary absence of a particular clerk, but it would 
also serve as a relief to an agency in case of sickness ol 
the agent by having someone present at all times quali- 
fied to take charge, thus making it unnecessary for the 
superintendent to send a relief agent, who may not be 
familiar with the work at that particular agency nor 
acquainted with or accustomed to the ways of its patrons. 

We know that a clerk in the general office who under- 
stands the rules for calculating engine ratings and per- 
formances, coal and oil consumption, per diem, car serv- 
ice and freight claim rules, station accounts, rates and 
divisions, is a much more valuable employe and can 
render more effective services than one whose training 
has been confined exclusively to one department. It, 
therefore, follows that if more attention were given to 
the agency organization and some plan adopted for 
broadening the views of agents respecting their obliga- 
tions to the public and also familiarize them with the 
fundamental principles of the work carried on in the 
several departments at headquarters, their value to the 
company would be increased correspondingly. This could 
be accomplished without any expense in comparison to 
the results which would be obtained, and it would ma- 
terially reduce the cost of superintendence in all depart- 
ments. One department is so interrelated with the other 
that it is essential for the employes to have this infor- 
mation in order to produce satisfactory results. 

In retrospecting upon the past and surveying the 
present we see that there has been a great evolution 
in the regulation of our transportation agencies. A num- 
ber of the present laws and regulating bodies are, no 
doubt, experimental, and the future will, probably, witness 
further evolution in this direction, removing, still fur- 
ther, the management of railroads from the jurisdiction 
of their owners, unless the combined efforts and har- 
monious co-operation of the employes, in all departments, 
are exercised in impressing the public with their desire 
to recognize and protect its statutory, as well as equitable, 
rights at all times. We cannot escape the fact that the pub- 
lic has a voice, to a certain extent, in regulating railroads, 
and the sooner employes are advised along this line, and 
recognition of it is shown, just that much quicker will 
a favorable public sentiment be created toward them, so 
that the time will soon come when they will not dread 
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to submit their cases to juries, nor will the convening 0! 
state legislatures be looked forward to with apprehension 

Neither is the nation, nor is any individual state, go 
ing voluntarily to surrender its prerogative in railroad 
regulation. Nor can we expect to see any abatement in 
the present day tendency of enacting revengeful legis 
lation, burdening railroad operations with useless and 
expensive requirements, except through the medium of 
friendly public relations which can be developed better 
by railroad employes, occupying subordinate positions, 
than by either the officials or owners. This is true because 
it is the ordinary employe who has daily intercourse 
with the masses, while it is only occasionally that the 
officials, and seldom ever the owners, come in contact 
with the class who are the instigators and champions 
of legislation which is detrimental to railroad interests. 
Some splendid work has already been done along this 
line, but it should be Kept up until the time arrives when 
every employe will welcome a prospective purchaser of 
transportation, which is our stock in trade, with the 
same degree of cordiality, and give any information re- 
quested concerning it, as pleasantly and willingly as the 
same party receives from proprietors and salesmen in 
mercantile establishments when visiting these institutions 
in connection with the inspection or purchase of an article 
of merchandise. 

A vigorous demand is being made on railroad em- 
ployes for a better knowledge of the rates, rules, regula- 
tions and practices under which they operate, and we 
not only owe it to the public, but to the owners of the 
properties, as well, voluntarily to acquaint ourselves with 
every phase of the transportation problem. 

R. C. Snipes, 

Traffic Department, Carolina, Clinchfield & Ohio Ry. 

Johnson City, Tenn., Jan. 1, 1914. 


LIMIT ON FILING CLAIMS 





Editor THE TRAFFIC WORLD: 

In view of the far-reaching effect of the enforcement 
of the loss and damage clause in section 3 of the Uni- 
form Bill of Lading and the sudden decision of the trunk 
lines that they are obligated to observe. the provisions 
strictly, because of the recent court decisions along that 
line, it would seem that a freer discussion of the matter 
should appear in your paper. 

Possibly a great many have not yet awakened to the 
effect of this clause, if suddenly and rigidly enforced, as 
compared with the fact that for years it has not been 
enforced. By reason of the non-enforcement of this 
clause a practice has grown up all over the United States 
which it is impossible to discontinue at a moment’s 
notice. : 

It has been in vogue so long that it has become a 
habit for receivers of merchandise, whether wholesale or 
retail, to make any claims for loss or damage which 
may occur in transit against the manufacturer, entailing 
upon him the burden of making settlement with the trans- 
portation company. 

They have not been particular to get these claims 
in the hands of the manufacturer within four months 
from date of shipment for many reasons. Sometimes a 
much longer period elapses, and there must be oppor- 
tunity given to educate the people of this country to 
the fact that if this clause is to stay in the bill of lading 
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t must be enforced, and they must arrange their affairs 
o work in harmony with it. 

The decision of the United States Supreme Court 
‘tated that this clause may be enforced, and it now rests 
vith the Interstate Commerce Commission to say how it 
shall be enforced and when it shall be enforced. It is 
nnecessary to say that it is not fair to anyone to have 
he sudden enforcement of this clause thrust upon them, 
vhen they have so long enjoyed the privilege of non- 
nforcement as to promote the practices and customs 
vith reference to making these damage claims to which 

have referred above, 

There is no question that the limitation clause itself, 
is appearing in section 3 of the provisions of the Uniform 
Bill of Lading, is unfair. It has always been a bone of 
‘contention, and, by reason of the promise of its non- 
enforcement on the part of the transportation companies, 
the shippers, in a manner, have been lulled to sleep, and 
now, suddenly, when a way has been opened for the 
transportation company to enforce it, there is a sudden 
call to arms all over the country to fight the thing tooth 
and nail. 

The fight should never have been discontinued, and 
the outcropping of this subject at this time should be 
a lesson to all shipping associations in the future that, 
when they have equity and justice on their side in the 
handling of any proposition connected with transporta- 
tion, it should be fought through to a finish and never 
allowed to be sidetracked for any purpose whatever. 

If this provision is enforced as it reads a great deal 
of harm will be done the commercial interests of this 
country. 

As a matter of equity the intent of the clause is 
wrong. If a transportation company is liable at all for 
loss and damage to property intrusted to its care, the 
lapse of four months from date of such loss or damage 
cannot void the carrier’s liability. A debt is not to be 

avoided by such means. The four-month clause never 
was intended to serve any such purpose, but to encourage 
the prompt filing of claims, but, as it is now interpreted, 
it is to be made a barrier behind which the carrier may 
hide to avoid payment for its negligence if it is not 
discovered within four months by the shipper. Such a 
condition is wrong, and unless the temper of the people 
of the United States has changed the Uniform Bill of 
Lading will be split on this rock and a new one evolved. 

It is to be hoped that the rights of the shipping 
public will be given due consideration at the hearing in 
Washington on the 15th inst. 

E. J. Sheridan, 
Lautz Bros. & Co. 
Buffalo, N. Y., Jan. 3, 1914. 


MINNESOTA STATE RATES 


The seriousness of the situation produced by the 
Supreme Court’s opinion holding the Minnesota rate law 
constitutional is being made more manifest every day. 
Four complaints were filed on Friday, all involving the 
question as to whether the continuance of interstate rates 
on coal from Duluth and Superior to points in Minne- 
sota and North Dakota higher than the state rates does 
not constitute an undue discrimination. As before stated, 
the complaints present a condition the reverse of that 
which was brought forward at Shreveport. 

These four complaints were made sub-numbers of 
No. 6357, the’ first complaint filed involving the mal- 
adjustment of rates ip that territory. 
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SHOE DEALERS’ ASSOCIATION 


Transportation Committee Report Covers a Large 
Number of Important Topics 





At the annual convention of the National Shoe Whole- 
salers’ Association, held in Boston, during the present 
week, the Transportation Committee, by E. F. Carpenter, 
chairman, presented the following report: 


Fiber Containers. 


There was recently sent each, member of the associa- 
tion a copy of the rules adopted by the Western Classifi- 
cation Committee governing shipments enclosed in fiber 
containers. The rules in Official and Southern classifi- 
cation territories are practically the same. 

The object in sending our members copies of these 
rules was to aid those who have not had experience in 
the use of fiber containers in procuring not only what 
the rules of the carriers require, but also to enable them 
to procure the best fiber containers made. While prob- 
ably most fiber containers made do comply with these 
rules, there are undoubtedly poor fiber” containers, just 
as there are poor wooden containers, and the best are 
none too good for the protection of your shipments. This 
was proven by an instance that was recently brought to 
the attention of our secretary, wherein a shipment of 
shoes in fiber containers by part rail and part water, only 
a distance of some 300 miles, arrived at their destination 
with every container in a dilapidated condition; in several 
of them the cartons were unfit for use in reshipping the 
shoes. This was evidence that these containers were 
not as strongly made as they should have been in order 
to withstand the ordinary damages incident to trans- 
portation; but they possibly complied with the rules, 

Our suggestion is that if you do use fiber containers 
use none but the best. Either our secretary or- some 
member who has been using fiber containers for some 
time will, on inquiry, enlighten you as to where the best 
can be obtained.* 

Excess Baggage. 


Since our last report a year ago much has been 
done in the excess baggage case now before the Inter- 
state Commerce Commission that has materially strength- 
ened our position. Repeated hearings have been had 
and we believe that we will get more reasonable rates 
than now exist; if we do not, it will not be because we 
have not taken advantage of every opportunity we have 
had to get convincing evidence before the Commission. 
The final hearing in the case was held in New York on 
October 31. Some of the strongest testimony yet in- 
troduced to show the justness of our contention for lower 
excess baggage rates was presented by able traffic ex- 
perts, connected with leading commercial organizations 
located in the large trade centers of the country, such 
as New York, Chicago, St. Louis, Boston, etc. Much of 
this testimony was in the form of exhibits showing com- 
parisons between excess baggage, express, first class 
freight, and cream rates in different sections of the coun- 
try; cream rates were made a factor because cream is 
carried in the same cars that are used for baggage, but 
at a much less rate than that charged on excess baggage. 
Some of these exhibits are decidedly interesting studies 
and we only regret that we cannot exhibit them here. 


*The Traffic World will perform a similar service for any 
of its subscribers. 
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The October 31 hearing, so far as introducing testi- 
mony is concerned, closed the case, and all that is now 
left to be done before the Commission renders its deci- 
sion will be the filing of briefs and making of oral argu- 
ments by the attorneys for both sides. It is doubtful 
if the case can be argued before the latter part of Feb- 
ruary or the first of March next, on account of the full 
docket of the Interstate Commerce Commission. This 
means that we cannot expect a decision by the Commis- 
sion before well into 1914. 

The advisory board of the National Baggage Com 
mittee deserves the thanks of every jobber and manu- 
facturer in the country whose salesmen at any time dur- 
ing the year carry excess baggage, for the able manner 
in which this case has been handled. 

Bills of Lading. 

The question of a uniform bill of lading shorn of all 
the objectionable features possessed by the one now in 
use has been under consideration by the National Indus- 
trial Traffic League for some time. Through the efforts 
of the League, bills have been introduced in both branches 
of Congress defining what the transportation experts con- 
nected with the League believe should be embodied in a 
uniform bill of lading. 

Recently your committee asked our members to state 
in what particular the bill of lading now in use was 
objectionable. About the only serious objection raised 
by our members was in regard to the time allowed ship- 
pers or receivers of freight in which to file claims for 
loss or damage. The bill of lading now in use allows 
four months, but it is proposed that this time be ex- 
tended to at least one year. The prospect for this being 
done is favorable. 

Pilfering of Shoes in Transit. 

Our secretary reports that the carriers, through the 
American Railway Association, are constantly referring 
to the increase in claims that are being presented by 
shoe consignors and consignees for pilfering from both 
wooden and fiber containers, by the container being 
opened while in transit and one or more pairs stolen, 
the container renailed or resealed and allowed to go on 
to its destination. 

Representatives of the claim departments of eastern 
and western railroads have adopted the following policy 
as to the treatment of such claims: 

“Claims for concealed loss or damage should not be 
paid where the consignee has failed to give the delivering 
carrier notice, immediately upon discovery and within a 
reasonable time after delivery, of the loss, and wherein 
the railroads’ investigation fails to develop any irregu- 
larity in handling the shipment.” 

This means that the manufacturer or wholesaler who 
accepts, which many do, and then collects pilfering claims 
received from their customers, should not do so unless 
it is clearly shown by the customer that he notified the 
carrier who delivered the shipment of the loss “imme- 
diately on discovery.” If the customer cannot show that 
he has so notified the delivering carrier he should be 
required to present his own claim, or be given to under- 
stand that no credit would be allowed until the claim has 
been collected by the consignor. 

Carriers hold that their responsibility for loss or 
damage in many cases where a package gives no outward 
evidence of having been opened or tampered with, is 
questionable, as there-are many causes to which it may 
be attributed, such as errors in packing or unpacking, 
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dishonesty or carelessness of consignor’s or consignee’s 
employes, including their draymen, none of which are 
made the subject of investigation, such as is usually re 
quired by carriers; further, that the average affidavit 
submitted in support of a claim of this character is 
largely a matter of form and does not furnish sufficient 
legal evidence to justify its acceptance as proof of the 
carrier’s liability. This is probably true. 

Carriers are certainly entitled to full protection in 
such matters. If a consignee fails promptly to unpack, 
check and examine goods delivered to him by a railroad 
company, and, in the event of discovery of loss or dam- 
age, does not immediately notify the delivering carrier 
of the facts, thus giving opportunities at once to properly) 
investigate the matter, it cannot reasonably be expected 
that a claim for concealed loss will be paid. 

Your transportation committee strongly recommends 
that shoe manufacturers and wholesalers print on their 
invoices, or attach thereto on a slip, the following notice 

“Important. Please unpack, examine and check 
this shipment by the invoice promptly upon delivery to 
you. If loss or damage is discovered immediately notify 
the delivering railroad agent in writing, requesting in- 
vestigation and record of facts; also advise us of your 
action. If this is not done, claim for loss or damage 
cannot be allowed.” To this notice your firm or company 
name should be signed. 

While investigation of some concealed loss or dam- 
age claims may disclose the fact that other than the 
faults of the carriers are responsible for loss claimed, 
carriers cannot justly hold that they are, therefore, ex 
empt from a fixed liability as common carriers, and can 
therefore impose upon the shipper the burden of certain 
concealed losses; nor will the courts sustain them in 
refusing to pay a claim simply because their own inves- 
tigation fails to develop any irregularity of service on 
their part in handling the shipment. Especially is this 
the case where the evidence indicates that loss or damage 
occurred while the property was in the carrier’s custody. 
It is much better to attach the “Important” notice we 
have prepared to the invoice than to have to go to court 
to compel the carrier to pay the claim. 


Western Classification Committee. 


A radical and desirable change has been made by that 
committee in the manner of holding its hearings. Here- 
tofore they have been held semi-annually and shippers 
who had matters before the committee would have to be 
present through long sessions of a week or more waiting 
to be heard, sometimes not getting a hearing at all on 
account of the lack of time for the committee to take 
up all that it had on its docket. 

This annoying form of procedure has been done away 
with entirely by the committee deciding to hold continuous 
sessions in Chicago. The committee has been reduced 
to three members who are thoroughly versed in classifi 
cation, and, by reason of their being continually in ses 
sion, a shipper or carrier can docket a proposition and 
get a hearing without unnecessary delay. By this change 
the utmost publicity will be given the proceedings and 
ample opportunity will be afforded shippers and carriers 
to be heard with the least possible loss of time and 


annoyance. 

These changes have been made at the suggestion of 
the Interstate Commerce Commission, but the committee 
has even gone further than the Commission deemed it 
necessary to require, It now only remains for the Official 
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nd Southern classification committees to follow the lead 
iken by the Western and thereby promote a very much 
greater feeling of harmony than at present exists be- 
tween the shippers and those who have to deal with these 
committees. E 

Shoes Second Class in Carload Lots. 


This proposition was placed on the docket of the 
Official Classification Committee for consideration at its 
neeting held in September last. We were not aware of 
its being docketed until we received a copy of the docket, 
consequently had nothing to do with its being placed 
thereon. 

After careful consideration by your committee it was 
concluded to ask a number of shoe shippers who might 
16 interested in the proposition, as to the advisability 
of making an effort to get the Official Classification Com- 
mittee to adopt such a ruling. The consensus of opinion 
of those heard from was decidedly against making such 
at the present time. It was also ascertained 
that but few of our members either whole- 
salers only, or both manufacturers and wholesalers, ever 
received or shipped shoes by the carload. 

It was finally decided by your committee to put in 
an appearance at the meeting of the Official Classification 
Committee and present reasons, thereby putting our asso- 
ciation on record in writing, why shoes should be second 
class both in carload and less-than-carload lots. But that, 
inasmuch as your committee was not instrumental in 
directly or indirectly placing the proposition of shoes as 
second class in carload lots on the docket, your com- 
mittee did not ask that there be any change made at 
this time in the classification of shoes, inasmuch as shoes 
at second class in less than carload lots could not be 
considered, such a proposition not being on the docket. 
Our representative before the Official Classification Com- 
mittee did, however, make it plain to the Official Clas- 
sification Committee that shoes should be second class 
in any quantity, and that some time when we had matters 
of less importance than we now have before the car- 
riers, or the Interstate Commerce Commission, as the 
case might be, we would propose that shoes be made 
second class 


an effort 


who were 


in both carload and less-than-carload lots; 
and that the proposition would be presented by us to all 
three of the classification committees at the same time. 

After the meeting we were informed by the chairman 
of the Official Classification Committee that, after careful 
consideration of the subject, his committee did not feel 
that it could consistently recommend the establishment 
of the carload rating asked for. It is hardly necessary 
to say that this was not a disappointment to us, but 
was, in fact, expected, as the representative of Sears, 
Roebuck & Co., who docketed the proposition, did not 
give any very tangible reasons, when before the Official 
Classification Committee, why shoes should be second class 
in carload lots. 


Proposed Freight Rate Advance. 


The proposed advance in freight rates in Official Clas- 
sification territory of about 5 per cent, covering almost 
every commodity, is the latest and most interesting trans- 
portation question now before the shippers and carriers 
of the country. 

The fact that shipments originating in or near the 
Atlantic seaboard, anywhere between Norfolk and the 
easternmost point in Maine, in all territory north of the 
Potomac and Ohio rivers, as far west as the Mississippi 
River, and from the mouth of the Ohio River to the 
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British possessions, are subject to this proposed advance 
while passing through any part of that territory, makes 
the advance a matter of interest to a very large majority 
of shippers and receivers of freight in the entire country. 

Besides, should the Interstate Commerce Commission 
permit the advance to go into effect in Official Classifica- 
tion territory, it.is only a question of time, and a very 
short time at that, before carriers in both Southern and 
Western Classification territory will be before the Com- 
mission for a similar advance. When this is done the 
advance will affect every shipper and receiver of freight 
in the United States. We say “shipper” and “receiver” 
because it will most affect the receiver, “who pays the 
freight.” 

To begin at the beginning of this question: Early 
in this year the carriers in Official Classification territory 
asked the Commission to permit a horizontal advance of 
5 per cent on all commodities; this request the Com- 
mission refused to consider because it did not regard 
it as just to the shippers of the country. But the Com- 
mission did give the carriers to understand that it would 
consider a proposition for an advance based on each 
separate commodity, and suggested that the carriers file 
with their requests their schedules. Following this sug- 
gestion, the carriers recently filed 21,000 schedules, cover- 
ing every commodity except coal, grain and possibly some 
other heavy commodities. On these schedules they have 
asked an advance averaging about 5 per cent. 

This proposed advance, of course, covers boots and 
shoes, and would add from three to five cents per hun- 
dred to the freight on all shoes our members purchase 
in the New England or Middle States. Some shoe manu- 
facturers who are also wholesalers, favor allowing the 
earriers to put on the advance, while others are opposed 
to it, the latter believing that the present freight rate 
on shoes is too high, or at least high enough. 

Your transportation committee, through its attorney, 
has entered an appearance in the case before the Inter- 
state Commerce Commission, and has filed with the Com- 
mission the following reasons why the proposed advance 
should not apply to shoes: 

“Inasmuch as the carriers in Official Classification 
territory when filing their schedules with your honorable 
body asking for an advance of about 5 per cent in freight 
rates in the territory named made some exemptions, 
among which are grain, coal, etc., the shoe shippers of 
the country, whom we represent, desire to present the 
following reasons why boots and shoes, whether made 
of leather, leather and cloth combined or of rubber, be 
also exempt from the provisions of the proposed advance. 

“First—Boots and shoes are so compactly packed as 
to be easily handled and are comparatively free from _ 
damage by the elements. 

“Second—The cases and cartons constitute 30 per 
cent of the total weight of a shipment of shoes. The 
percentage of the weight of the container in any other 
line of wearing apparel is not so great, consequently 
shoe shipments contain more weight proportionately that 
is of no value than do shipments of other lines of wearing 
apparel. 

“Third—The weight per cubic foot permits the load- 
ing of 30,000 pounds in an ordinary 36-foot car, with a 
liberal allowance for loss of space. 

“Fourth—When packed for shipment shoes average 
14.3 pounds per cubic foot, the average value of which 
is $7.65. This specific gravity and value entitles shoes 
to a lower rate than is now charged, instead of an advance. 








THE 


“Fifth—When it is considered that shoes are so se- 
curely packed in pasteboard cartons and enclosed in con- 
tainers of uniform size, consequently easily handled, can 
be compactly loaded and are not easily damaged, it does 
not seem fair and equitable that the present rate thereon, 
already high, should be advanced. 

“Sixth—The salvage on shoes in case of damage is 
equal to, if not greater than, that on any other line of 
wearing apparel. 

“Seventh—The shoe business is constant and con- 
tinuous, not confined to any particular season of the year, 
shipments being made daily the year around, thereby 
furnishing the carriers with a uniform volume of business. 

“Kighth—To advance the rate on shoes 5 per cent 
would be just adding that much more to the freight on 
a commodity that is already overburdened. 

“Ninth—Shoes are a staple necessity; in fact, they 
are one of the prime necessaries of life, consequently the 
addition of 5 per cent to their cost would be but an added 
burden on the consumer.” 

Hearings before the Commission began on November 
24 and on November 25 adjournment was taken until 
December 10, at which time arguments were made and 
exhibits presented by the attorneys of the carriers, sub- 
stantiating the evidence they presented at the November 
hearing. 

The carriers are making every effort to obtain this 
advance in freight rates. They are even going so far 
as to solicit shippers and merchants to sign petitions 
and write letters to the Interstate Commerce Commission 
favoring their cause. In this connection we wish to sug- 
gest that you do not write any letters or sign any peti- 
tions of this nature until you are very sure that the 
railroads are actually needing this advance. It does not 
seem right to us that a commodity like shoes should be 
called upon to bear an additional burden to make up for 
the loss sustained by the railroads in doing their passen- 
ger business. 

As yet only the carriers have had their hearing be- 
fore the Commission. On January 31, it is announced, 
however, that the carriers shall make replies to a number 
of important questions about which the Commission has 
asked them, viz., inadequate returns on their passenger 
traffic, etc. 


UTILITIES COMMISSION COMPLETE 


Governor Dunne on January 2 completed the list of 
members of the new Public Utilities Commission of Illi- 
nois by the appointment as fifth member of Judge Owen 
P. Thompson, a circuit judge in the Springfield-Jackson- 
ville judicial circuit. On the same date the commission 
organized by the election of James E. Quan as chairman 
and Richard Yates, secretary. Later a statement was 
issued indicating the policy and method of procedure of 
the new body. The statement in part follows: 

“The commission has directed that all public utilities 
within the state which come within the province of the 
commission’s authority file before February 1 schedules 
of their rates and charges. 

“Some time will be required to get affairs in smooth 
running order. The commission does not plan to take 
the initiative, for the present at least, in attempting any 
changes in existing conditions. It is prepared, however, 
to entertain complaints without delay. Chicago cases 
will be heard in Chicago. 

“There will be two formal meetings each month in 
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the offices of the commission in the capital on the first 
and third Tuesdays. There will be two meetings each 
month in Chicago. The first Chicago session will be on 
January 8. 

“At that time Chicago business pending before the 
old Railroad and Warehouse Commission will be taken 
up. A Chicago office of the commission will be maintained 
where all complaints from Chicago and vicinity can be 
made.” 

All employes of the old Railroad and Warehouse Com- 
mission, whose jobs terminated automatically at midnight 
December 31, were continued formally for 30 days. Their 
names were placed upon a preferred list for appointment 
to their same positions by the State Civil Service Com- 
mission. The Public Utilities Commission held that the 
employes of the grain inspection department, all of whom 
are supposed to be protected by civil service, shall be 
construed as such, and no effort be made to supplant them 
by order of the commission. 

Secretary Kilpatrick of the former Railroad and 
Warehouse Commission has issued that on account of 
the change and the work necessary to complete its or- 
ganization, it has been decided that the regular meeting 
of the commission for January to consider matters in 
relation to changes in classification, which, under the 
rules, would occur on January 14, will be postponed until 
February 18, and the matters now on the docket for the 
January meeting, or any other matters that may be re- 
ceived, will come before the commission for consideration 
and hearing on the date of February 18, at 10 o’clock 
a. m, at the office in Chicago. 


RAILROADS AND STEAMPSHIP LINES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Attorney-General McReynolds, according to report 
that is considered reliable, although not confirmed by 
him or any of his staff, is giving serious consideration 
to the fact that seemingly the Panama Canal Act addi- 
tion to the Act to regulate commerce exempts railroads 
that have acquired steamship lines from the provisions 
of the anti-trust act. Attention has already been directed 
to that fact in these columns, and the surprise is that 
the point should so long have been left, apparently with- 
out consideration. 

It naturally rises in connection with the proposed 
dissolution of the New York, New Haven & Hartford, 
although it is not likely to become a sticking point in 
that case, because, according to former President Mellen, 
he advised the company to get rid of its steamship lines 
long ago, and his successor, who is to hold conferences 
with Mr. McReynolds with a view to finishing plans for 
dissolution, also thinks it would be the part of wisdom 
for the New Haven to divest itself of the ownership of 
marine property. 

But while a decision on the point may be avoided 
in connection with the New Haven dissolution, it seems 
impossible that there can be much further action on 
mergers until the question has been settled. 

The Commission, by the terms of the law, is re- 
quired to pass on the question as to which railroads may 
continue to hold their steamship lines on or before July 
1. Of course, the Commission, in a great number .of 
cases, will have to grant permits for a continuance of 
present relations, as it now does with fourth section 
violations, pending decision. 





anuary 10, 1914 


WESTERN CLASSIFICATION 


Opening Session of Committee Hearing Under 
Revised Method of Procedure 





The first meeting of the reorganized Western Classi- 
ication Committee was held according to schedule on 
january 5 at the meeting rooms of the committee, which 
lave been arranged so as to serve admirably for the 
suurpose for which they are intended. The full committee 
vas present, although most of the principal work was 
performed by the chairman, the other members being 
presumably willing to look on for a few meetings until 
they have become more familiar with the requirements 
f the positions. J. C, Colquitt, classification agent of the 
Interstate Commerce Commission, also sat with the com- 
mittee. 

In accordance with the docket, which has been pub- 
lished in THe TRAFFIC WORLD, the first subject taken up 
was music records, pianos, piano harness and cover. 
Thomas E. Moore, representing the National Piano Man- 
ufacturers’ Association, and A. P. Regal, of the Steger 
Piano Co., were present, asking that an amendment be 
made that music records, metal or paper, perforated, in 
wooden boxes or in fiber boxes when shipped inside 
pianos or piano benches take a first class L. C. L. rate, 
and some requests also were made in regard to altera- 
tions in the rules for piano harness. 

T. W. Macon, representative of the General Railway 
Signal Co., appeared to ask that semaphore material, in- 
cluding all the apparatus used in signal installations in 
boxes or crates with other parts in packages or loose, 
take a carload rating of class A, minimum 30,000. 

In the afternoon W. P. Hutchinson, representing the 
Sprague Meter Co, of Bridgeport, Conn., endeavored to 
convince the committee that cast-iron gas meters in boxes 
or crates should take L. C. L. third class rate instead 
of the present rating of first class. Mr. Hutchinson ex- 
plained that the manufacturer of the cast-iron meter has 
to pay twice as much freight per meter as the manu- 
facturer of the tin meter, but the shipment is a more 
profitable one to the railroads, because they get 26,000 
pounds in a car in place of 14,000. 

Mr. Fyfe explained that, owing to the valuation of 
the product, he did not see how it could be justified oa 
the basis of the machinery rating. Other information 
was expected from other manufacturers, and the com- 
mittee took this, as other cases, under advisement, with 
the information that the applicant might expect to report 
in a week or ten days. 

J. C. Harris, supervisor of traffic and shipping Jeffry 
Manufacturing Co., Columbus, O., wanted to get electric 
locomotives, set up, L. C. L. second class and gasoline 
locomotives on the same basis. He stated that these 
locomotives were used for industrial and mine haulage. 

Later Messrs. Davidson and Conrad, representing the 
Milwaukee Manufacturing Co., came in in support of 
this application. Mr. Fyfe explained that set-up machin- 
ery generally took first class freight, and there was 
nothing else electrical set-up that took a rate as low as 
second class. It was explained also that these engines 
were necessarily in the same class as the very much 
larger ones built by the General Electric Co., for instance, 
and it was necessary to keep them upon the basis. 

In the consideration of this docket, as in other 
cases, it appears that one of the principal reasons of 
the request for a change was that lower rates were 
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given in Official Classification and in the Southern. In 
the Western Classification, as stated by Mr. Fyfe, ma- 
chinery is now first class, but in Official Classificatioc 
it is second, and in the Southern it is third. Mr. Fyfe 
said he could not explain the basis for giving these rat- 
ings by the Official and Southern Classification com- 
mittees. He then explained the units upon which classifi- 
cations were arranged according to value per cubic foot. 

One of the benefits which shippers may expect to 
gain from the new method of procedure on the part of 
this committee was demonstrated in Docket No. 5, an- 
nato seed, in which Mr. Maxwell appeared, requesting 
that annato seed, in bags, L. C. L., take second-class 
rating in place of the present rating, first class, in bar- 
rels, bags or boxes. He stated that he had been in the 
business of manufacturing butter and cheese color from 
annato seed and he had never known the shipments in 
anything else than bags. The point of procedure to 
which attention was especially called is that after con- 
sideration of the matter, following a full explanation by 
Mr. Maxwell of the value and methods of handling, he 
was informed that the next supplement to Western 
Classification would contain the provision which he 
requested. Mr. Fyfe explained that there is now a car- 
load rating on annato seeds, and that the case mentioned 
by the petitioner, wherein he had been charged first 
class, was plainly an overcharge. 


Docket 6, wooden rules, was taken up by Mr. Peter- 
son, representing the Westcott-Jewell Co., Seneca Falls, 
N. Y., and the National Association of Advertising Spe- 
cialties of Chicago and others. He stated that these 
rules were of very small value and were packed almost 
solid. The weight is about 30 pounds per cubic foot, and 
the values two to three dollars. The only difference be- 
tween him and the members of the committee was as 
to the distinction that might be made between the cheap 
wooden rules and the more expensive brass-bound article. 
Mr. Peterson insisted that the magnitude of the business 
was largely on his side, because their orders were never 
for less than 500, and frequently such rules were ordered 
by the 10,000. Mr. Fyfe could not see any reason to 
justify a different rate on rules used for advertising pur 
poses and others which were not used for advertising 
purposes, but Mr. Peterson insisted that the value of 
the product made all the difference. 


No one appeared to support the request for the 
change in live stock, including buffalos, but a telephone 
conversation with the petitioner brought out the fact 
that he was satisfied with the arrangement suggested in 
the docket of the classification, except that he would 
like to eliminate the provision in regard to animals ex- 
ceeding in value $800 per head, because in the territory in 
which he was interested such animals would not be ac- 
cepted. He was informed that this might be made a 
matter of special contract. 


No appearance was entered in Docket No. 8, covering 
lead washers. 

In Docket No. 9, leather belting, Messrs. Mortimer 
and Pease, a committee representing the National Asso- 
ciation of Leather Manufacturers, appeared and asked 
for the same classification on leather belting that is 
given in Official and Southern classifications. It was in- 
sisted that this product was very little liable to dam- 
age and packed closely. There were very seldom claims 
filed, and the rating in Western Classification should be 
made the same as Official and Southern. 

Mr. Fyfe pointed out that the value of the finished 
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belting was about double that of raw leather, and if the 
rating was reduced to that of raw leather there would 
be an immediate demand for reduction of the rate ia 
leather; also, all belting is on the same basis, whether 
cotton or rubber or leather. The petitioners insisted 
that the competition existed all over the West, and that 
all manufacturers were in the same boat. The main 
basis of complaint was the difference between the differ- 
ent classifications, and Mr. Mortimer stated that he would 
never attempt to argue for a change on any other basis. 
Mr. Fyfe explained that this was not a good argument, 
that the Interstate Commerce Commission recognized 
the different conditions prevailing in the different sec- 
tions. of the country, as to density and general working 
conditions of the carriers. 





SUSPENDED TARIFFS 


December 23, in I. & S. Docket No. 362, the Commis- 
sion suspended from January 1 until May 1 item No. 
155-A, supplement No. 6, to Hosmer’s I. C. C. No. A-421. 

It is proposed by the carriers to increase by .5 cents 
per 100 pounds rates on malt from Minneapolis and other 





points to New Orleans. The present rate between these 
or 


points is 25 cents per 100 pounds. The proposed rate 
is 30% cents per 100 pounds, carloads. 





December 26, in I. & S. No. 363, the Commission sus 
pended until May 1 the following tariffs, which were to 
become effective January 1, except as otherwise stated: 

The Atchison, Topeka & Santa Fe Railway—Supple- 
ment No. 4 to I. C. €. No. 6407. 

Chicago, Rock Island & Pacific Railway—Supplement 
No. 20 to I. C. C. No. C-9337. 

The Kansas City, Mexico & Orient Railway Co., Ed- 
ward Dickinson, J. O. Davidson, M. L. Turner, Receivers. 

Supplement No. 10 to I. C. C. No. 163. 

The Kansas City Southern Railway Co.—l. C. C. No. 
3266. 

Missouri, Kansas & Texas Railway Co.—I. C. C. No. 
A-3922; Supplement No. 1 to I. C. C. No. A-3913, effective 
Jan. 10, 1914. 

The Missouri Pacific Railway Co., St. Louis, Iron 
Mountain & Southern Ry. Co.—Supplement No. 17 to 
I. C. C. No. A-1898; Supplement No. 17 to I. C. C. No. 
A-2038; Supplement No. 6 to I. C. C. No. A-2048; Supple- 
ment No. 7 to I. C. C. No, A-2048. Effective Jan. 7, 1914. 

St. Louis & San Francisco Railroad, Thos. H. West, 
W. C. Nixon and W. B. Biddle, Receivers—Supplement 
No. 24 to I. C. C. No. 6256. 

The Wabash Railroad, Frederic A. Delano, William 
K, Bixby, Edward B. Pryor, Receivers.—Supplement No. 
11 to I. C. C. No. 2736. 

F. A. Leland, Agent—Supplement No. 25 to I. C. C. 
No. 921. 

The tariffs contain increases on grain and grain 
products, in carloads, from Kansas City, Mo., and other 
points in Kansas, Nebraska, Oklahoma and Colorado to 
points in Louisiana. The present wheat rate from Kansas 
City, for example, to Morgan City, La., is 30 cents per 
100 pounds. The proposed rate is 37 cents per 100 
pounds, an increase of 7 cents. The present corn rate 
between the same points is 28 cents per 100 pounds. 
The proposed rate is 33 cents per 100 pounds, an increase 
of 5 cents. Rates to and from other points are increased 
from 2 to 11.85 cents per 100 pounds. 
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December 20, in I. & S. No. 360, the Commission sus. 
pended from January 1 until May 1 a rule contained in 
each of the following tariffs: 

W. H. Hosmer, Agent—Supplement No. 46 to W. T 
L. I. C. C. No. 326; Supplement No. 4 to I. C. C. No 
A-119; Supplement No. 15 to I. C. C. No. A-274; Supple 
ment No. 14 to I. C. C, No. A-338; Supplement No. 7 to 
I. C. C. No. A-363; Supplement No. 5 to I. C. C. No 
A-391; Supplement No. 8-to I. C. C. No. A-397; Supple. 
ment No. 6 to I. C. C. No. A-421, I. C. C. No. A-489. 

Western trunk lines filed tariffs, effective November 
1 of last year, stating new rules and regulations govern 
ing the carload movement of potatoes from producing 
points in Minnesota and Wisconsin during the winter 
season, the operation of which was suspended by th 
Commission's order in No. 172. 

In its decision in that case, Opinion No. 2296, issued 
April 7, the Commission said: 

“As the movement from this territory to the markets 
is about coming to a conclusion for this winter, wes 
shall enter no order permanently susperding the new 
rules, but shall expect the respondeuts to modify them 
in accordance with the conclusions here expressed. With 
respect to the larger matters involved on the record, 
and to the right of carriers to refuse shipments when 
offered for movement in box care not lined, or fully lined, 
we shall keep the record befoie us for such action as 
may later be required. We request a full conference 
between the carriers and the shippers respecting the 
methods to be adopted for handling the traffic during t!e 
coming winter.” 

Conferences between representatives of shippers and 
carriers resulted in filing of the tariffs above named 
The suspended rule provides for a rental charge of $5 
per car per trip, for a heated, refrigerator or other in 
sulated car; other modified rules become effective Janu 
ary 1. 





December 30, in I. & S. Docket No. 364, the Commis 
sion suspended until May 1 schedules contained in the 
following tariffs, which were to become effective as indi 
cated: 

Pennsylvania Railroad Co.; Northern Central Railway) 
Co.; Philadelphia, Baltimore & Washington Railroad Co 
West Jersey & Seashore Railroad Co.: Supplement No 
15 to G. O. I. C. C. No. 381, effective Jan. 1, 1914; sup 
plement No, 16 to G. O. I. C. GC. No. 381, effective Feb 
13, 1914; supplement No. 2 to G. O. I. CGC. C. No. 4434, 
effective Jan. 1, 1914. 

Under the present tariff freight shipped from Jack 
son’s Wharf and certain other points located on what 
known as the “Block Route” of the Northern Centra 
Railway in Baltimore, is moved to the point of inte: 
change with the Western Maryland Railway at a charg 
of $3.50 per car when destined to points beyond vi 
that road, and the same charge is also applied to car 
moved in the opposite direction. 

The suspended schedules cancel this switching charg: 
and name through joint class rates in lieu thereof, whic 
are the following differentials higher than the flat rate 
to and from Baltimore, Western Maryland Railroad 
terminals: 
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These differentials represent the amounts of the pr« 
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January 10, 1914 





‘ from September 5 until January 3. 





posed increases, as the present switching charge of the 
Pennsylvania Railroad is absorbed by the Western Mary- 
land Railway on practically all of this traffic. 

By an order entered December 20, in I. & S. Docket No. 
358, the Commission suspended from January 1 until May 
1, 1914, the operation of certain schedules contained in 
Supplement No. 11 to Official Express Classification No. 
21, F. G. Airy, agent, I. C. C. No. 633. The present rating 





December 18, in I. & S. Docket No. 305, the Commis- 
sion further suspended from January 3 until July 3 item 
153-A, supplement No. 5 to Grand Trunk I, C. C. No. 
A-1511. 

Carriers proposed to cancel rating upon high ex- 
plosives in carloads and less from points on the Grand 
Trunk to points in Central Freight Association and Trunk 
Line territories. Its operation was previously suspended 
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By an order entered December 18, in I. & 8S. Docket 
No. 308, the Commission further suspended from January 
8 until July 8 the operation of item No, 176-B, supple- 
ment 15 to Agent R. H. Countiss’ tariff I C. C. No. 958. 
By this suspended item it was proposed to increase rates 
applicable to the transportation of canned apples, in 
carloads, from Portland, Ore., and other north Pacific 
coast points to St. Louis, Chicago, St. Paul and points 
west thereof, including Wichita and Topeka, Kan. The 
operation of this item was previously suspended from 
Sept. 10, 1913, until Jan. 8, 1914. 





December 18, in I. & S. Docket No. 306, the Commis- 
sion further suspended from January 5 until July 5 sched- 
ules contained in Leland’s I. C. C. No. 1004. The sus- 
pended schedules contain material increases in class and 
commodity rates applying between Houston, Beaumont, 
Galveston, Port Arthur and other Texas points and points 
in Louisiana, the operation of which had previously been 


suspended from September 7 until January 5. 


By an order entered December 18, in I. & S. 309, the 
Commission further suspended from January 8 until 
July 8 the operation of Union Pacific I. C. C. No. 2656. 

This tariff names increased rates applicable to the 
transportation of bananas and cocoanuts, in carloads, 
from New Orleans, Port Chalmette, La., and Mobile, Ala., 
to points in the states of Idaho, Oregon, Washington 
and Wyoming, and its operation was previously sus- 
pended from Sept. 10, 1913, until Jan. 8, 1914. 


ARGUE DANVILLE, VA., RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The whole of Wednesday afternoon was given by 

the Commission to arguments in the complaint of the 

City of Danville (Va.) against the Southern et al., in 

which apparently the largest question is the reasonable- 

ness of the charges the Southern imposes on througli 

shipments carried to Lynchburg on the low proportionals 

prescribed by the Norfolk & Western. 

E. Walton Brown, city attorney for Danville, and 

A. B. Hayes argued for more equitable treatment of the 

Virginia city, and C. D. Drayton undertook to justify the 

much higher rates Danville is compelled to pay, con: 
pared with its near neighbor, Lynchburg. 

Mr. Brown treated the matter wholly from the point 

of view of the financial and commercial interest of Dan 

ville, devoting 15 minutes to that point, while Mr. Hayes 
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addressed himself to the rate and transportation phase 
of the matter. He said that when Danville had inde- 
pendent lines to Noffoli, Alexandria, West Point via 
Richmond, and to the Carolinas via the Piedmont South- 
ern, it grew in a few years rfom three to ten thousund. 
Between 1889 and 1894 the Soutehrn acquired all the 
roads leading into Danville, and from 1890 to 1900 the 
increase in population of the city amounted to only 
between two or three hundred, which is less than the 
natural birth rate increase. It grew in population during 
that period by the annexation of a suburb, but in no 
other way. Since 1900 90 per cent of its increase in 
population is due to the addition to one large cotton 
mill, the rates for which, both on raw and frished 
product, are satisfactory. He pointed out that the testi- 
mony of the defendants shows that the rates enjoyed by 
that cotton mill are more favorable than those of any 
mill in the Carolina territory. 

Mr. Hayes referred to the western rates as not so 
discriminatory as some others except as to Chicago and 
St. Louis and points basing on them, nearly all of which 
show marked discrimination. He took the position that 
Danville is not asking for Virginia City rates, but merely 
desires to have the influence of the Virginia City rates 
extended to Danville and beyond by means of reasonzble 
rates by the Southern Railway from Lynchburg, the bas- 
ing point. 

Mr. Hayes showed that the Southern Railway, in- 
stead of joining in through rates from any point in the 
United States, treats Lynchburg as the point of origin 
of all goods going to Danville. He insisted that rates 
from Lynchburg to Danville should bear a just and rea- 
sonable relationship to the rates up to the basing points. 
And that, if the east and west through lines choose to 
make differentials greatly less than the locals, that that 
furnishes no legitimate reason why the Southern should 
charge an exorbitant rate for its portion of the through 
haul, 

C. D. Drayton defended the attitude of the Southeyn 
by undertaking to show that the whole charge on trans- 
portation to Danville is just and reasonable, ignoring 
the fact that the rate up to Lynchburg is very low, while 
the rate from Lynchburg to. Danville is very high. 


MANUFACTURERS FAVOR ADVANCE 





The Illinois Manufacturers’ Association at a meeting 
on January 2 unanimously passed resolutions favoring the 
granting of the rate advances requested by roads in 
Official Classification territory. The resolutions in full 
are as follows: 

“Whereas, Your committee has found, first, that 
conditions with the railroads have changed materially 
since our association successfully opposed the request 
for an advance in 1910, and, second, that the increase in 
wages granted through arbitration, the increase in taxes, 
the increased expenditure to insure greater safety to both 
the men and the public, and the increase caused by legis- 
lation of the full crew type have so increased the oper- 
ating expenses of the railroads in general that the net 
revenues are insufficient to provide for that degree of 
rehabilitation and extension of facilities which prompt 
and efficient service to the shipper demands, and, 

“Whereas, Your committee is convinced that shippers 
can better afford to pay a uniform advance of 5 per cent 
than suffer in the future any impairment of railroad 
service; now therefore be it 
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“Resolved, That the Illinois Manufacturers’ Associa- 
tion, through its board of directors, declares in favor of 
granting the request for a uniform increase of 5 per 
cent of all rates in Official Classification territory; 

“Resolved, That this increase be applied, not to fur- 
ther wage advances, but to the rehabilitation and exten- 
sion of facilities, so that the present service to the 
shipper be maintained and improved; 

“Resolved, That a copy of these resolutions be sent 
to the members of the Interstate Commerce Commission, 
and that it be requested to reach a final determination 
of the question as speedily as possible.” 

The change of attitude on the part of the associa- 
tion is indicated by the fact that it took a leading part 
in opposing advances asked for in 1908 and 1910, and 
the committee that reported the present resolution is 
composed of the same men who led the opposition on 
the previous occasions. 


AS TO INCREASE QUESTIONS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Commissioner Harlan held a short hearing on Wednes- 
day for the purpose of shedding light on the questions 
propounded to the carriers in Official Classification ter- 
ritory in connection with their application for permission 
to make a 5 per cent increase in rates. About twenty at- 
torneys and accounting officials attended the meeting, but 
when George Stuart Patterson, who has been conducting 
the case for the carriers, asked a few questions about the 
long schedule submitted to his clients, asking them about 
their income from stocks and bonds, the amount of money 
they pay to terminal companies, etc., it became evident 
that the Commission is not. going to insist upon the rail- 
roads putting forth unusual efforts to supply data in 
connection with the hearing on the application. The let- 
ter of transmittal sent with the questions showed that 
the Commission is asking for data on hand and data that 
can be obtained without unusual exertion, so that when 
the cross-examination of the applicants is undertaken the 
attorneys for shippers and Mr, Brandeis of the Commission 
may have the benefit of material that the railroads have 
in their possession. 

The questions were gone over in a general way. No 
serious misunderstanding existed, so that the hearing was 
more in the nature of a talk than anything else. No 
phase of the proposed increases was discussed, even inci- 
dentally. 


REHEARING IN TAP-LINE CASES 


THE TRAFFIC SERVICE NEWS BUREAL 

Colorado Building, Washington, D. C. 

The Commission has set February 4 for the rehearing 
and reargument in the tap line case. Coincident witia 
the announcement of date was the filing of the complaint 
of Helena, Parkin & Northern Railway Co. against the 
Iron Mountain and the Rock Island demanding that 
through routes and joint rates be established by those 
trunk lines in connection with its own rails which are 
being extended to the trunk lines. That road was in 
the general condemnation of the tap lines. It frankly 
admits that at previous hearings it made no effort to 
show that it was entitled to divisions, but now it claims 
that conditions have so changed that it is entitled to all 
the privileges of an interstate carrier, wherefore it de- 


mands them. As part of its complaint it gives a list o 
its stockholders, showing that most of them are als 
stockholders in the Lansing Co., a corporation which cu 
timber and built the road as part of its operation. 


TO RELIEVE THE COMMISSION 
THE TRAFFIC SERVICE NEWS BUREAL 
Colorado Building, Washington, D. ( 





Announcement of plans-for lightening the work of 


the Commissioners and relieving them from the necessity 
of taking testimony away from Washington is expected 
in a short time. The fact that such relief is needed was 
again pointed out by the Commission in its last annual 
report. Prior to that time the impression prevailed that 
legislation would be required, but in the report for 1913 
the Commissioners announced that they believed they had 
authority for rearranging their work in such a manner 
as to bring about the relief. At one time they suggested 
that Congress authorize the appointment of deputy com- 
missioners. The impression prevails among those inter- 
ested that the solution will be the appointment of addi- 
tional examiners; each of whom will be qualified to write 
opinions which the Commission will feel ready to approve 
with only the most superficial examination. To get men 
of experience enough in general law practice, it is be- 
lieved, the Commissioners will decide to pay higher sal- 
aries than have heretofore been paid to examiners. Some 
members of the present staff will probably be retained 
here in Washington to go over the work of men who 
have taken testimony and sit practically as a sub-com- 
mission to lick into shape cases that are not of the first 
importance. 

It is known that the reorganization of the work of 
the Commission mentioned in the annual report as being 
in prospect so as to relieve Commissioners from the 
necessity of leaving Washington has gone to the extent 
that W. J. Wood, formerly chairman of the Indiana Rail- 
road Commission, and Norman Hines, associated with the 
attorneys for the express companies in the express hear- 
ings, have been appointed examiners, at, it is understood, 
a salary of $5,000 each. 

In addition, twelve young lawyers, one of whom is 
a son of the late Solicitor-General Bowers, have been 
appointed examiners at $1,200 each. They have been 
taken practically out of the law schools, so that they 
may be trained in the work right from the start of their 
careers as lawyers. 


There will be more appointments, it is understood, 
but how soon there will be formal announcement is not 
known. The work that has already been done has stirred 
up the employes to a greater extent than any ever before 
done by the Commissioners. 


REPORT ON FRISCO INQUIRY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission’s report on the Frisco will be sent 
to the Senate soon after the end of the holiday recess, 
that is, about the middle of January. That is the ex- 
pectation of Chairman Clark, who took the testimony 
and whose staff made the examinations of the record 
necessary to trace the history of the operations, which, 
by: inference, the Senate condemned when it adopted the 
resolution of inquiry. As to what the report will say, any 
well-informed man can draw one inference, because the 
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Commission’s reports in cases in which the illumination 
of financial transactions that have since fallen under 
public condemnation is desired have never left any doubt 
in the minds of those who had reason to study them. 

That it will be temperate, as was the fact with regard 
to the New York, New Haven & Hartford, it is not neces- 
sary to say, but there will be no misunderstanding of the 
import of the language employed. The Commission has 
no duty in connection with the findings of fact it may 
make unless the facts will help it in the enforcement 
of the Act to regulate commerce. Queries as to the lia- 
bility of those who sold branches to the Frisco to the 
stockholders may not be answered by the Commission. 
Questions as to liability under criminal statutes are also 
beyond the jurisdiction of the Commission. 

There is not so much certainty as to when the report 
on the proposed New York Central and Lake Shore merger 
will be made. The only interesting fact in connection 
with that matter that has come to light recently is the 
significance of the action taken by the upstate New York 
Utilities Commission. It appears that the approval re- 
ported is not at all significant, because it amounts to 
merely this: “If we allow you to refund these bonds, the 
mortgage must be in the form you have submitted to us. 
We specifically reserve the question as to whether such 
bonds may be issued until such time as you present it to 
us in a proper proceeding.” 

The company will have to get the consent of a large 
proportion of the holders of the outstanding bonds before 
it can bring its proceeding to learn the views of the New 
York authorities as to whether they think it comports 
with the interests of the public that the merger should 
be permitted on the terms proposed. 


ARGUE KANSAS GRAIN RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were made on Thursday in I. & S. 238, 
involving grain rates from Kansas to California terminals, 
in which the burden of complaint by Kansas interests is 
that the difference between the wheat and flour rate 
which the Commission in the complaint of the Howard 
Mills Co. ys. the Missouri Pacific said should exceed 7 
cents, has been ignored in the attempt to raise the flour 
rate from 65 to 75 cents, after the wheat rates had been 
raised from 55 to 58 cents. The arguments were made 
by A. P. Matthews of the Western Pacific and by A. E. 
Helm, representing the Kansas milling interests. The 
latter contended that it is against the interest of Kansas 
as a state and as an agricultural district to have rates 
so adjusted as to practically force Kansas wheat to be 
milled in California, because it takes from Kansas by- 
products that should be returned to the soil so that 
Kansas as a wheat-growing state may continue to live. 





NEW HAVEN NEGOTIATIONS 


THE TRAFFIC SERVICE NEWS BURPAU. 

Colorado Building, Washington, D. C. 

Negotiations between Attorney-General McReynolds 
and President Elliott were suspended on January 8 while 
the Commission is considering the application of the New 
Haven for permission to retain hold upon its steamship 
lines, filed a few days ago. If the Commission thinks 





the New Haven should be permitted to retain the boat 
lines the implication is that McReynolds would not insist 
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upon separation. Elliott objects to divorce of the trolley 
lines on ground that they are intrastate carriers, but 
inability to agree does not medn that there has been 
a break in negotiations making it impossible for dissolu- 
tion to be brought about except as result of suit in 
court. On the contrary, both men believe substantial 
progress has been made as a result of the day’s talk, be- 
cause each understands the viewpoint of the other better. 


BLACKSTRAP RATE ALLOWED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission on Thursday announced that as soon 
as the Mobile & Ohio recasts the language of the item 
in its tariff proposing a 15-cent rate from Mobile to St. 
Louis on blackstrap coming from Cuba, “unloaded into 
a tank and thence shipped in tank cars” so as to leave 
the rate open to anybody who can get blackstrap into 
tank cars at Mobile, it will allow that rate to go into 
effect. It was stated at the hearing that there would 
be no objection to thus reframing the language so as to 
leave it open to anybody, no matter how he handled the 
blackstrap before placing it in tank cars. 

The decision to allow the rate to go into effect is 
based upon the finding that the rate will not cause undue 
discrimination against shippers of blackstrap from New 
Orleans, from which place the rate is 21 cents, or higher 
than the rate on refined sugar. The 21-cent rate is ap- 
plicable also to the highest grades of syrup, worth five 
or six times as much as blackstrap. 





ORDERS OF COMMISSION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The following orders have been announced by the 
Commission: 


Complaint No. 5431, Sub-No. 1, has been allowed to 
be amended and a supplemental petition issued. 


The Jamison Coal & Coke Co. has been allowed to 
become an intervener in Docket No. 5942, the Consoli- 
dated Coal Co. et al. vs. Baltimore & Ohio Railroad et al. 


The Pennsylvania Co. and the Pittsburgh, Cincinnati, 
Chicago & St. Louis railroads have been allowed to be- 
come interveners in the matter of the complaint of the 
Elmore Benjamin Coal Co. et al. vs. C. & O. Ry. Co. et al., 
Docket No. 6080. 


The Cincinnati Chamber of Commerce, the Merchants’ 
Exchange and the Louisville Board of Trade have been 
allowed to become interveners in the matter of the com- 
plaint filed under Docket No. 6180, Board of Trade of 
Kansas City, Mo., vs. St. Louis & San Francisco Railroad 
et al. 


An order has been issued, under date of December 
31, in which the following-named companies are allowed 
to become interveners in Docket No. 6271, Monon Coal 
Co, et al. vs. Chicago & Eastern Illinois Railroad Co. et 
al., namely: Shirkie Coal Co., Cloverlly Coal Co., West 
Clinton Coal Co., Higgins-Martin Coal Co., Essanbee Min- 
ing Go., Jackson Hill Coal & Coke Co., Lower Vein Coal 
Co., Coal Bluff Mining Co., Pittsburgh Coal Co., Glen Ayr 
Coal Co., Clay County Block Coal Co., Hall-Zimmerman 
Coal Co., Clinton Coal Co., Retlaw Mines Co., Park County 
Coal Co., J. K. Dring Coal Co., Miami Coal Co. and Grant 
Coal Mining Coal Co. ; 
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THE NEW EXPRESS RATES 


Brief Directions of Especial Benefit to Express 
Company Agents Under New System 


By F. S. HOLBROOK, Vice-President, Wells Fargo & Co.* 





Every expressman, as well as every shipper, will be 
interested in the new express rates, which become effective 
February 1. Practically all base rates will be changed 
and the great majority of the rates and charges will show 
material reductions. The charges upon the smaller sized 
packages bear the largest proportion of the reductions. 
You will have before you the following important pub- 
lications to enable you to ascertain the express rate from 
your office to any express office in the United States, 
quickly and accurately. 

1. The classification, which is the foundation for 
all of your work in quoting and using rates. 

2. A Directory of Express Stations, containing the 
list of offices of all express companies in the United 
States, with designations showing the names of the ex: 
press companies which have offices at each point, the 
block and sub-block in which the Office is located, and 
also a blank column for the purpose of inserting the rate 
or number of the scale which applies from your office 
to each point. 

3. A block tariff, showing the rates from your office, 
and other offices in the block in which your office is 
located, to all other blocks and sub-blocks. 

4. A schedule of first and second class express rates 
which replaces the table o graduated charges in former 
classifications. 

The new method for ascertaining the rate upon a 
given shipment will be as follows: Find out the nature 
of the article and the proper classification to apply, then 
turn to your directory of express stations and find out 
the block and sub-block in which the destination office 
is located; then turn to your block tariff and find out the 
scale number which applies. You will then refer to your 
schedule of first and second class express rates, and 
under the scale number already obtained you will find 
the charge which is to be made on the shipment. 

For example: A shipment of clothing weighing 10 
pounds comes in over the counter at Chicago destined 
to Dallas, Tex. Clothing, not being an article of food 
and drink, takes the first class rating. Dallas is in Block 
No. 1729. Reference to the tariff from Block No. 838, 
in which Chicago is located, shows that Scale No. 64 
applies from Block No. S38 to Block No, 1729. Reference 
to schedule of first and second class express rates shows 
the charge on 10 pounds at first class to be 55 cents. A 
package of maple sugar weighing 10 pounds from Chicago 
to Dallas, worked out in the same manner, would show 
the second class charge under Scale No. 64 to be 42 cents. 
Another example is within the so-called sub-block ter- 
ritory: A shipment of clothing weighing 10 pounds from 
Chicago to Michigan City, Ind.—Chicago is in Block No. 
838-B, Michigan City is in Block No. 839-E. Reference to 
page 3 of the tariff shows that the rates to Block No. 839 
are on the following page. There you will find that Scale 
No. 5 applies between No. 838-B and No. 839-E. Under 
this scale you will find the charge to be 25 cents for 
first class and the same charge for 10 pounds of maple 
sugar. The letters following the block numbers shown 
in the office directory opposite each office are for the 


*Abstracted from Wells Fargo Messenger for January. 
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purpose of designating the sub-block in which the office 
is located. These letters are used only for the purposs 
of determining the rates between points in a main block 
such as Block No. 838 and the eight other blocks which 
immediately surround Block No. 838, viz., blocks Nos 
737, 738, 739, 837, 839, 937, 938, 939. 

With the exception of certain commodity rates, the 
publications referred to will enable you to ascertain the 
rate upon shipments to any express office in the United 
States, regardless of whether it is located on the lines 
of this company or the lines of some other express com 
pany. You should, as a matter of convenience, after 
ascertaining a scale rate, insert it in your office directory 
for future reference as a time-saver, and no doubt you 
will insert as many scales in the blank column provided 
for oT purpose as may be possible in advance of Feb 
ruary 1, and thereby save the time necessary to look up 









To Determine Rates Between Points in One Block and 
Points in Any of Its Eight Adjoining Blocks, 
Use the Sub-Block. 


the scale number in each instance when shipments are 
offered. By referring to past business you can ascertain 
pretty completely the destinations to which business 
moves, and it will not be necessary for you to fill in 
scales to all of the points, but simply to the points where 
you are likely to have traffic offered and you can add 
to other points as fast as you find you are getting busi- 
ness to additional places. 


Directories to Be Issued. 

It is our intention to provide a smaller sized directory 
of express stations for use in a limited number of the 
large cities, in which there will be inserted the scale 
numbers to all destinations. This publication is intended 
for the use of our drivers in quoting, and is also for 
distribution to the shipping public without charge. This 
directory, together with a smaller sized edition of the 
classification, bound with the schedule of first and second 
class express rates, also furnished without charge, will 
enable any shipper to readily ascertain the rate by express 
to all express stations. It is our thought that this pub- 
lication should be placed with as little delay as possible, 
and before February 1, with as many present and pros- 
pective shippers as you can, in order that we may not 
lose any time in getting such information into the hands 
of our customers. 
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At other points, where it is impracticable or unnec- 
ssary to publish a directory of express stations contain- 
ng the scale numbers to all points, you should furnish 
he shipper with a copy of the standard size directory 
if express stations, with blank column, also a copy of the 
lock tariff and a copy of the smaller sized classification 
ind schedule of first and second class express rates, so 
hat the shipper will be in a position to work out all 
ates to the various points to which he may have ship- 
nents in the same manner in which you will work out 
our rates and insert them in your directory of express 
These publications will also be furnished free 
to shippers, who, in your judgment, may use them to 
advantage. It is equally important that these publica- 
tions, with an explanation as to how to obtain the rate, 
shall be placed before present and prospective express 
shippers with the least possible delay. 


As to the New Classification. 


stations. 


A very thorough and careful reading of the new 


classification is not only essential to properly quote rates 


( 
} 


} 


Under the present system of rates the charge on 
100 pounds of cloth, from Orange, N. J., to Yonkers, 
N. Y., is the Wells Fargo charge from Orange to New 
York (50 cents), plus the American charge from New 
York to Yonkers (50 cents)—a total of $1.00. 


to the public, but to enable you to build up the traffic 
of this company. 

In general, the business is divided into two grand 
classes: First class, covering ordinary merchandise ship- 
ments, and second class, covering articles of food and 
drink; but comparatively few articles taking either of 
these rates are specifically shown in the classification 
itself, as a list of such articles would be very long and 
is apparently unnecessary. Articles of food and drink 
take. second class, and all other articles take first class, 
subject only to the limited number of variations from 
his broad rule which are shown in the classification in 
a specific manner. 

A few examples of the old rates compared with the 
new rates are shown in the following figures: Between 
New York and St. Louis the present charge on a five- 
ound package of merchandise is 65 cents, while the new 
charge is 32 cents. On a 10-pound package the present 
harge is 80 cents, the new charge is 44 cents. On a 
25-pound package the present charge is $1.20, new charge 
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80 cents. The reductions on small packages are so 
great that a very material increase in this class of traffic 
should result, and, in fact, will be absolutely necessary 
for us to obtain, in order to even partially offset the very 
substantial decrease in our revenue on this traffic. 

“Second Class” rates cover, with a few exceptions, 
such as candy, liquor, terrapin and turtles, all articles of 
food and drink; and as these rates are but 75 per cent 
of the merchandise charge they will be found exceedingly 
low. The second class rates take the place of the old 
general specials, but include a very much larger variety 
of articles, and under these rates you should be able 
to develop a large new business in the transportation of 
groceries and food products of various kinds. Coffee and 
tea have heretofore been moved in a very limited way 
at the merchandise rate. These articles after February 1 
will take the second class rate. 

“Third Class” rates embrace the important articles 
of shipment which were formerly carried under section 
“Dp.” These articles, with the exception of printed or 
embossed books, must be prepaid, no matter whether they 
are shipped in accordance with the third class rule or 
otherwise. Printed or embossed books, however, may be 


Sub-Block ‘D’| Sus! Block ‘A! 
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Under the new system of rates 100 pounds of cloth, 
from Orange, N. J., to Yonkers, N. Y., will cost only 
60 cents, for 60 cents per hundred si the rate prescribed 
for first-class shipments between Block 951-D and Block 
952-A. The number of companies handling the ship- 
ment does not matter. 


taken either prepaid or collect, the reason for this being 
that books of that character are generally of a value 
which will enable us to secure our charges in the event 
they are refused by the consignees. I would suggest 
that you go through your classification of articles and, 
for convenience in solicitation and billing, make a list 
of the articles which take the third class rates. 
New Form of Receipt. 

The important features in connection with receipting 
for traffic is called to your attention. You will find that 
the new receipt reads “Value Asked and 
Declared.” This space is to be filled in by placing therein 
the amount of the value shown or declared by the ship 
per, but, in the event that no value is shown or declared, 
then you will have the employe who signs the receipt 
insert the word “not,” so that the receipt will read in 
cases where the value is not declared, “Value Asked and 
Not Declared.” The old method of using a rubber stamp, 
“Value asked and not given,” upon receipts in the space 
shown for the value must not be used after January 31. 
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This is in accordance with rule 2-B of the new classifi- 
cation, and our understanding with the Interstate Com- 
merce Commission to discontinue using the rubber stamp. 

The insurance charge or excess valuation above $50 
has been very much simplified, and one rate of 10 cents 
per $100 or fraction thereof replaces the varying rates 
based on the rate per hundred pounds. 

You should have your own methods of informing 
yourselves most thoroughly as to the new tariffs, thus 
enabling you to work out the problem of securing in- 
creased business, and we shall rely upon you to do this. 
Take time to consider carefully the opportunities in your 
territory with the view of reaching the largest number 
of patrons for additional business, as well as those who 
have never shipped much, if any, business heretofore by 
express. 

There is, however, one suggestion of an important 
nature which I desire to present to you at this time. I 
would like to see a large number of Wells Fargo men 
get as quickly as possible in a position to give expert 
advice to shippers generally in the direction of not only 
saving the shipper money, but also increasing our 
express business. This can be done by gaining a thor- 


ve 
ough knowledge of the new express rates and a gen- 


eral knowledge of the freight rates, as well as the 
parcel post rates. If you become what may be con- 
sidered as expert in your knowledge of rates, it will 
enable you to impress the shipper much more quickly 
than you could otherwise hope to do, and it should lead 
to your being able to examine his methods of shipment 
in detail. It will mean much to the express business 
when you can establish relations with the shipper of 
such a character that he will have enough confidence in 
you to permit you to examine his records and books and 
show him what can be done by a change in his shipping 
methods which will increase his business or save him 
money, or both. In many cases it will require a special 
study on your part of the particular kind of traffic the 
firm handles. It will mean first establishing relations 
with the shipper which will place you in close touch with 
the nature of his business, then getting information of 
sufficiently detailed character to work out the problem, 
then going to him with your recommendations. 


WISCONSIN COMMISSION ORDERS 


Wausau Advancement Association vs. C., M. & St. 
P. Ry. Co. freight rate case. Complainant objected to 
rates of 11 to 13 cents to Tomahawk and Minocqua, re- 
spectively, 41.6, 72.8 miles distant, while Milwaukee, 268.2 
and 299.2 miles from the two places, respectively, enjoys 
18-cent rate. The commission points out the interest of 
terminal costs, which have increased upon the rates in 
question, making test by comparison with only incidental 
value. The commission’s order makes the rate to Toma- 
hawk 9 cents, to Minocqua, 11 cents. 

Waukesha Lime & Stone Co. vs. M., St. P. & S. S. 
M. Ry. Co. et al. . Asks joint rate on limestone for agri- 
cultural purposes, on account of the freight charges when 
computed as the sum of existing locals. Benefits to 
agriculture from general distribution and increased pro- 
duction from the soil were asked as reason for low rates. 
The commission declared against encouraging, except 
upder unusual circumstances, a rate so low as to fail 
to return to the carrier the cost of the service and thus 
throw a burden on the transportation of other commodi- 
ties. The commission solved the problem by extending 
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the present distance tariff on crushed stone, sand and 
gravel, C. L., to a distance of 360 miles, and adding an 
arbitrary of one-half cent per 100 pounds, to be added 
to the rate as determined on the basis of the distance 
from origin to destination by applying the commodity 
distance tariff to cover transfer expenses at Junction 
points. 

Waukesha Lime & Stone Co. vs. C., M. & St. P. Ry. 
Co. and M., St. P. & S. S. M. Ry. Co. In its opinion in 
this case on a complaint of excessive and unreasonable 
charges on shipments moving over tracks of the two 
companies for switching between its plant at Waukesha, 
charged at $7 per car, $2 being for services of delivering 
carrier. The commission finds the correct charge from 
the tariff should have ben $4, a $2 charge by each of 
the roads involved, the $2 being the reciprocal rate, ‘and 
very plainly it was never intended that the charges on 
any car should be found by adding two reciprocal rates. 

“The charge of $2 by the St. Paul for delivery may 
be entirely reasonable, but it must not be inferred there- 
from that a charge of $2 by the Soo for the movement 
of the car from point of loading to the point of inter- 
change between the roads is likewise reasonable, though 
the distance may be no greater in the case of the second 
movement than in that of the first.’ 

As a practical proposition, however, the fact that the 
present system is of long standing, and business has been 
adjusted .to it, requires a conservative policy in regard 
to change. The commission finds as a correct charge 
$6, of which the St. Paul is entitled to $2. 


AGREE ON EXPRESS RULES 


Members of the National Association of Railway 
Commissioners’ Committee on Express Rates and Service 
from zones 1 and 3 met in Chicago in the rooms of the 
Illinois Public Utility Commission on January 5. 

Those present were Commissioners Quan, Yates, 
Funk and Shaw of Illinois, this being the first formal 
session of the new Illinois board; Commissioners Erick- 
son of Wisconsin, Thorne of Iowa and Marshall of Ohio; 
Cc. B. Bee, rate expert of the Missouri commission, and 
secretary of the committee working on this proposition; 
O. P. Gothlin and Thos. L. Wolf, rate experts of thie 
Ohio and Illinois commissions. 

During the informal discussion H. C. Barlow, traffic 
commissioner of the Chicago Association of Commerce, 
expressed opinions, although he did not definitely go on 
record, in a way which seemed tq favor the principle of 
adopting the modified sub-block system and working out 
to the Interstate Commerce Commission rates, making 
the intrastate rates, classification and regulations all 
uniform among the states, and harmonious with the Inter- 
state Commerce Commission plan. It was felt that any 
inconsistencies and discriminations could be taken care 
of later by exceptions, and the main thing is to agrce 
to put the plan into effect as a whole and give the shiP 
pers a show at uniformity. Tests have shown it to be 
a fact that very few shippers have men in their employ 
who can find express rates as at present established, 
and if the state commissioners can agree the shippers 
now have the opportunity of a lifetime to get this prop 
osition on a uniform and simple basis. 

Most of the states seem to favor this, but there wis 
particular objections to immediate agreement on rai°s 
from Mr. Thorne of Iowa. Largely as a result of tis 
objection the commissions for zones 1 and 3 did not 
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et together on the rate proposition, but were able to 
ate agreement on the proposition covered in the follow- 
ig resolution: 

“Resolved, That we approve the rules, regulations 
nd classifications adopted by the Interstate Commerce 
ommission, with the understanding that additional clas- 
ifications are to be adopted by the Interstate and various 
tate commissions to cover other commodities, subject 
to future modifications, such as facts or conditions jus- 
tify, and that the theory of stating rates by blocks or 
sub-blocks, without reference to rates, specified there- 
under by the Interstate Commerce Commission, be ap- 
proved.” 

The members of the committees from other zones and 
one from the eastern section of zone 1 either have held 
or will soon hold meetings, and their conclusions will 
be reported back to Secretary Bee and Chairman Decker, 
after which further action from the committee as a whole 
may be expected. 


PROTEST LAKE AND RAIL RATES 


Frank J. Morley, attorney for the Minneapolis Civic 
and Commerce Association, and Frank B. Kellogg, attor- 
ney for the St. Paul Association of Commerce, have put 
before the Interstate Commerce Commission in Washing- 
ton the protest of Minneapolis against lake-and-rail rates 
recently published by the Western Transit, Mutual Transit 
and other lake steamer lines, thereby starting the fight 
that will be on when the Commission shall have fixed a 
date for a hearing. 

A conference has been held between representatives 
of Minneapolis and St. Paul commercial organizations in 
an attempt to come to some agreement as to their relative 
status undér the Cashman law, which appears to give 
Minneapolis about 10 miles advantage over St. Paul to 
most towns within the state. 


GRADES FOR COMMERCIAL CORN 


By virtue of the authority vested in the Secretary of 
Agriculture by the acts of Congress of June 30, 1906, and 
of March 4, 1913, to fix definite grades of grain, the fol- 
lowing grades for corn have been fixed and promulgated, 
to take effect on July 1, 1914: 
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includ- 
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“Cracked”’ 


Corn, not includ- 


ing finely broken 
(See Gen- 
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See General Rule No. 6 for sample grade. 


GENERAL RULES. 


The corn in grades No. 1 to No. 5 inclusive must be sweet. 
White Corn, all grades, shall be at least 98 per cent white. 
Yellow Corn, all grades, shall be at least 95 per cent yellow. 
Mixed Corn, all grades, shall include corn of various colors 
coming within the limits for color as provided for under 
te or yellow corn. . 
In addition to the various limits indicated, No. 6 ¢orn may 
© musty, sour, and may also include corn of inferior quality, 
h as immature and badly blistered. 
All corn that does not meet the requirements of either of 


Avie cone 
Noe 
— 


:. 23.0 


Sample”’ 


‘he six numerical grades, by reason of an excessive percentage 
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of moisture, damaged kernels, foreign matter or ‘‘cracked”’ corn; 
or corn that is hot, heat damaged, fire burn, infested with live 
weevil, or otherwise of distinctly low quality, shall be classed 
as sample grade. 

7. In No. 6 and sample grade, reasons for so grading shall 
be stated on the inspector’s certificate. 

8. Finely broken corn shall include all broken particles of 
corn that will pass through a perforated metal sieve with round 
holes nine-sixty-fourths of an inch in diameter. 

“Cracked”? corn shall include all coarsely broken pieces 
of kernels that will pass through a perforated metal sieve with 
round holes one-quarter of an inch in diameter, except that the 
finely broken corn as provided for under Rule 8 shall not he 
considered as ‘“‘cracked’’ corn. 

10. It is understood that the damaged corn, the foreign 
material including pieces of cob, dirt, finely broken corn, other 
grains, etc., and the coarsely broken or ‘“‘cracked’’ corn, as pro- 
vided for under the various gades, shall be such as occur nat- 
urally in corn when handled under good commercial conditions. 

11.. Moisture percentages, as provided for in these grade 
specifications, shall conform to results obtained by the standard 
method and tester as described in Circular 72, Bureau of Plant 
Industry, U. S. Department of Agficulture. 


STANDARD CLAIM FORMS 


In a letter from W. P. Taylor, secretary-treasurer of 
the Freight Claim Association, in reference to the over- 
charge and loss and damage claim forms which shippers 
are urged to use, he says: 

“The joint committee, representing the Interstate 
Commerce Commission, the railways and the commercial 
organizations of the country, which drew up the claim 
presentation forms, was fully aware that they would not 
in all respects meet the individual views of everybody; 
in fact, some of the committee themselves doubtless 
would have liked to have certain features added or elimi- 
nated. It was realized that it would be impossible to 
entirely satisfy everybody, but it was, and is, felt that 
these blanks come as near to representing the view of 
all interests as it is possible to do. Hence we feel that 
if the carriers and shippers will assume the spirit of 
co-operation which characterized the original joint com- 
mittee, and lend their co-operation in the efforts toward 
uniformity, great good will result. 

“This view of the matter has, as before stated, been 
concurred in by the Interstate Commerce Commission, 
the National Industrial Traffic League, the National Asso- 
ciation of Railway Commissioners, the Virginia Claim 
Conference and the Freight Claim Association. It is 
confidently expected that the other district claim con- 
ferences throughout the country will also lend their sup- 
port to the use of the forms, and that a great majority 
of the shippers and receivers of freight will likewise 
co-operate.” 


FUEL OIL RATE UNREASONABLE. 

In the complaint of the Fairmont Creamery Co. 
against the Atchison and others, the Commission found 
rates on fuel oil from Sugar Creek, Mo., to Omaha, Crete 
and Grand Island, Neb., to be unreasonable. The order 
is that the 13-cent rate to Omaha be reduced to 11 cents, 
the 19-cent rate to Crete to 12.5 cents and the 29.1-cent 
rate to Grand Island to be cut to 19 cents. These are 
lower than fifth class, but the Commission thinks the 
commodity rates in other parts of the territory are more 
nearly normal than the fifth class, hence the reduction 
below fifth class. 


ROOFING IN SHEETS AND ROLLS. 

In the complaint of the Patent Vulcanite Roofing Co. 
against the Ahnapee & Western et al., the Commission 
condemned the imposition of a higher rate on prepared 
roofing in sheets than in rolls and directed the undue 
discrimination to be removed. 
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PACKAGE CAR SERVICE GRAPHICS 


E. S. Stephens, assistant general reight agent, Chi- 
cago & Eastern Illinois, has issued a wnique exposition 
of the road’s package car service in the form of the 
diagram which is here reproduced. The diagram is so 
plain that it needs no explanation, showing at a glance, 
as it does, the time o arrival at destination of package 
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PERSONAL 


R. W. Boissevain having resigned his position as 





general traffic manager, United Fruit Co., 131 State 
Street, Boston, Mass., until further notice the business of 
the freight department will be in charge of M. V. Rodney, 
general freight agent, and the business of the passenger 
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Diagram of Chicago & Eastern Illinois Expedited Package Car Service. 


car from Chicago under its expedited service. The chart 
is put up in a neat cover for vest pocket carriage. 


EXPRESS COMMODITY RATES. 


The Commission has issued an order permitting the 
express companies to maintain commodity rates now in 
existence that are lower than class rates prescribed by 
the orders of the Commission. This permission extends 
from Nov. 1, 1914, but the carriers are required to sub- 
mit to the Commission not later than September 1 new 
commodity rates made after they have had experience 
with the class rates prescribed by the Commission. 


department will be in charge of F. H. Dietz, general pas 
senger agent, 17 Battery place, New York City. 

Canadian Pacific Railway announces the following 
appointments as of January 1: 
freight agent, Toronto, vice J. H. Griffin, resigned; H. A 
Plow, district freight agent, London, vice L. Mulkern 
A. O. Secord, district freight agent, Ottawa, vice H. A 
Plow. 

George P. Turner has been appointed assistant engi 
neer, assigned to valuation work, Union Pacific Railroad 
with headquarter at Omaha, Neb., vice H. Bortin, resigned 

George H. Wilcox has been appointed assistant gen 


L. Mulkern, district 
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THE 
era! freight agent, Hawkinsville & Florida Southern Rail- 
wa)’, With headquarters at Macon, Ga. 
). P. Applegate, commercial agent of the Gould lines 
letroit for the last three and one-half years, has been 
sferred to Cairo, lll., as commercial agent of the Mis 
i Pacific. This is a very important position on ac- 
of the large lumber traffic handled at and through 
point. 


William J, Wood, Evansville, Ind., formerly chairman 
road Commission of Indiana, who, it is announced in 
Washington, has just been appointed a special examiner 
for the Interstate Commerce Commission, was born March 
30, 1850, at Florence, 

Ala., and 

uated from Wesley1in 

University at Flor- 

ence, Ala., in law 

and logic. He was 

prosecuting attorney 


was grad- 


of Lauderdale Coun- 
cy, Alabama, in 
1871, state 
in 1874, judge of the 
Probate 


senator 


Court of 
County 


state 


Lauderdale 
in 1878 
tax commissioner of 
Alabama 1896 
to 1900: was assist- 
ant district attorney 
Louisville & Nash- 
ville Railroad 
1886 to 1890, vice- 
president and _ gen- 
eral manager Evans 
vile Suburban & Newburgh Railroad from 1900 to 1902; 
was president of the Evansville Building Association in 
1889, president of the Evansville Ice & Cold Storage Co. 


and 


from 


from 


WILLIAM J. WOOD. 


luritg the same year, and in 1886 and 1887 was director 
of the Land Co.; was appointed a 
the Railroad Commission of Indiana, May, 1905. 

W. L. 


Chicago 


Florence member of 
Stannard, general 
& Northwestern, at 
general agent in 
traffic. The 
Street, West. 
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January 1. 


licitor, Union 
at St. 


taking effect on 


agent, the 

Santa Fe, 
Railway, 

deceased. 


appointed general 
Santa Fe, Coast Lines, 
lines and 
succeeding J. J. 


Fr. L. Hanna has been 
\tchison, Topeka & 
Prescott & Phoenix 


Oakland, Cal., 


Grand Canyon 
Warner, 
of directors of the Nashville, Chatta- 


held on December 31 A. P. 
P’Pool, re 


At a meeting 
& St. Louis Railway 
Oltarson was elected comptroller, vice E. F. 
igned. 


hooga 


George H. 
sident E. O. 
Francisco, 


Cornell, formerly in the office of Vice- 
McCormick of the Southern Pacific at 
appointed traveling passenger 

of the Southern Pacific at Los Angeles. He has 
en with the company for many years. At one time 
was chief clerk to the passenger traffic manager of 


Chicago & Northwestern at Chicago. 


has been 
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Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


LOUIS D. BRANDEIS. 
Louis D. Brandeis, the Boston lawyer and economist 
came into special prominence two or three years 
ago in his support of the position that the railroads of 
this country could save a million dollars a day under 


who 


LOUIS D. BRANDEIS. 


is again in the 
attorney for the Interstate Commerce 
Commission in the petition for permission to advance 
rates made by Official Classification territory. 
He is credited with the authorship of the questions which 
the Commission has recently asked the carriers concerned 
in the application to answer. 


more efficient methods of management, 


limelight as the 


roads in 


SUIT TO ENJOIN CASHMAN RATES. 


Papers have been served by the Great Western Rail- 
way Co. on the members of the Minnesota Railroad Com- 
mission in a suit to enjoin the board from the enforce- 
ment of the Cashman distance tariff law and the new 
tariffs, which became effective January 1. The action of 
the Great Western Railway Co., as explained, is not for 
the purpose of testing the law or the sufficiency of the 
new tariffs, but for the purpose of preventing the inflic- 
tion of the two, as far as the Great Western is concerned, 
test of rates now in force is completed by the 
This test will be completed the latter part of 
A temporary injunction has been granted until 


until a 
road. 

January. 
April 1. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure Mites | written answers to their inquiries by the pay- 
ment of a small fee, given on application, 

Address egal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Demurrage Charges Assessed Through Railroad Errors 
Should Be Refunded. 


Michigan.—“Our order for a 45-foot car was filled by 
the transportation company by placing two 36-foot cars, 
as a matter of convenience under rule 27 of the Official 
Classification. These cars were loaded and billed out 
as two 36-foot cars in place of a 45-foot, according to the 
provision of the rule. Agent at destination delivered to 
consignee the lighter of the two cars upon payment of 
the freight at carload rate, actual weight, as billed. The 
rest of the load was refused and stood on track until 
$21 car service had accrued. No authority for this action 
is claimed except the agent’s idea of expediency. Have 
we a good claim for refund of the demurrage?” 

Rule 8(e) of the National Car Demurrage Rules pro- 
vides that no demurrage charges shall be assessed for 
detention of cars through causes resulting from railroad 
errors or omissions. The Commission has frequently held 
that when a shipper orders one large car and the carrier 
furnished two smaller cas, the charges should be assessed 
on the basis of the actual weight of the shipment. In 
the case of Kay Co. vs. D. & R. G. R. R. Co., 21 I. C. C., 
239, where the carrier’s tariffs made provision for the 
application of minimum weights through to destination, 
notwithstanding the fact that a carload shipment is trans- 
ferred into two narrow-gauge cars en route, it was held 
that the demurrage charge must be assessed on the basis 
of a one-car shipment at destination. 

* a ~ 


Carrier Not Liable for Losses Arising From Acts of the 
Public Enemy. 


Missouri.—“A car of fire brick was shipped on January 
28 to Mexico City, Mexico, routed care of the National 
Lines at Laredo. At this time there was no embargo 
in effect, but when car reached the border the Mexican 
lines declined to accept same on account of the revolu- 
tionary troubles in Mexico at that time. We were asked 
by the carrier to furnish disposition, which we were 
unable to do, and on or about November 20 consignees 
in Mexico City were advised that the material had been 
reloaded at Laredo and delivered to the Mexican lines 
for forwarding to Mexico City. Later, consignee learned 
that on reaching Monterey the car was delayed and was 
destroyed by the rebels in their attack on Monterey. 
We would be very much interested in having the opinion 
of your legal department as to what recourse we have 
against the carrier for this loss.” 

While the liability of a common carrier is an unusual 
and extraordinary one, based upon considerations of pub- 
lic policy, and by law the common carrier is regarded 
as a practical insurer of the goods against all losses of 
whatever kind, yet there are certain exceptions to the 
extent of which its liability is restricted. The leading 
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ones are: First, losses arising from the act of God 
second, those caused by the public enemy; third, fro 
the acts of the public authority; fourth, from the acts « 
the shipper, and fifth, from the inherent nature of tl 
goods. Exceptions of losses arising from the acts of tl 
public enemy are such as result from destruction by th: 
enemy of the ecarrier’s country, or through a rebellio 
of the people of the same country which has assumed 
the proportions of a war. The existence of actual hostil 


ties is sufficient to constitute the relation of public ene- 


mies. In reference to such exemptions for loss, in ord 
that the same are available, it must appear that th: 
carrier has not been guilty of negligence, deviation or w 
necessary delay, and that the goods are destroyed by th: 
public enemy while in transit over the usual and prope: 
route. 


However, unless the shipment was billed subject io 


the order of the shipper, or unless the latter contracted 
with the consignee to assume the risk of transportation 
the goods belong to the consignee, and he, and not the 


shipper, should stand the loss. The presumption of the 


law is that the party to whom the goods are consigned is 


their owner, and the person who is entitled to sue for 


the damage. 
* * * 

When Combination of Locals Is Legal Rate. 

lowa.—“We made L. C. L. shipment to a point in 
Missouri to which no through rates are published via 
lines over which shipment moved. Is it not a fact that 
in such cases the railroads must apply the combination 
of locals, even though one of the locals be intrastate and 
subject to Iowa classification? Kindly advise if the Com 
mission has ruled on this matter and, if so, would be 
glad to have you give reference to same through your 
page in THe TRAFFIC WORLD.” 

If an initial carrier accepts traffic for transportation 
and issues its bill of lading over a route made up of 
connecting roads for which no joint through rate has 
been published and filed with the Commission, the lawfu 
rate to be charged is the sum of the local rates published 
and filed by the individual roads. K. C. S. Ry. Co. vs 
Alberts Commission Co., 223 U. S., 573, 597. Where no 
joint through rate is in effect, the combination of se] 
arately established rates via the route of movement con 
stitutes the through rate. Fish & Co. vs. N. Y., C. & 
St. L. R. R. Co., 19 I. C. C., 452. In this case one of the 
locals was an intrastate rate. 

x £ * 

Responsibility for Delivery to the Wrong Person. 

Connecticut.—“Will you please let us know just wha 
will be the measure of the carrier’s liability for loss 
when, through error, they delivered to the wrong con 
signee, or are unable to positively establish delivery, 01 
a certain carload of lumber, and to replace which entail 
an expense over and above the value of the missing car 
load of lumber as represented by our charge to ou! 
customer, or, in other words, in the event of our being 
obliged to supply at $50 per thousand feet a carload of 
lumber which was purchased by us at $40 per thousand 
feet, can we hold the carrier responsible for the value 
of the lumber at $50 per thousand feet, as otherwise w< 
would lose $10 per thousand feet in making the transfer 
due entirely to their error?” 

Assuming that the shipment moved under the uni 
form bill of lading and that the shipment was lost o1 
destroyed in transit, then the amount for which the 

















carrier is liable would be the value of the shipment, as 
10wn by the invoice price, at the point of shipment, plus 
ie freight charges, if prepaid, regardless of the. price 
t which the shipper was obliged to duplicate the lost 
r destroyed shipment. This on the ground that the 
hipper and carrier have expressly by contract fixed the 
alue of the shipment and the amount that shall be paid, 
s damages, for its loss or destruction. 

If, however, the shipment is not lost or destroyed, 
ut is delivered to the wrong person, that is, someone 


Note.—Items in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week. 


January 10—Little Rock, Ark.—Special Examiner Settle: 
5975—Fort Smith Coffee Co. vs. vs. Ariz & N. M. Ry. Co. et al. 


January 10—Columbia, S. C.—Special Examiner Smith: 
6234—Summer Bros. Co. vs. Sou. Ry. Co. 

January 10—Argument at Washington, D. C.: 
4828—-P. L. Conquest & Son et al. vs. S. A. L. Ry. Co. et al. 
eo & Fisher Stores Co. et al. vs. Colo. & Sou 

zs, o. 

5769—Pueblo Commerce Club vs. D. & R. G. R. R. Co. 
5931— Wellington Mines Co. vs. Colo. & Sou. Ry. Co. et al. 
5946—Altna Powder Co. vs. Wabash R. R. Co. et al. 

January 10—Fort Smith, Ark.—Special Examiner Settle: 
5975—Fort Smith Coffee Co. vs. Ariz. & N. M. Ry. Co. et al. 
a 10—Hearing of Docket No. 5975, Fort Smith Coffee Co. 

Ariz. & N. M. Ry. Co. et al., now assigned before Exam- 
ease — at Little Rock, Ark., is continued to Fort Smith, 
Ark., Jan 19, 1914, before Ex caminer Settle. 

January 12—Little Rock, Ark.—Special Examiner Settle: 
|. & S. 299—Rates on lumber and other forest products from 
points in Ark and other states to points in la., Minn. and 
other states. 


January 12—Bristol, Va.-Tenn.—Special Examiner Disque: 
6331—Reynolds Corporation vs. Norf. & West. Ry. Co. et al. 
6134—Morley Bros. & Co. et al. vs. Sou. Ry. Co. et al. 

January 12—Washington, D. C.—Special Examiner Pitt: 
Zourth Section Application No. 2176. 


January 12—New York, N. Y.—Special Examiner Mackley: 
5919—Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 
5920—Alpha Portland Cement Co. vs. P. R. R. Co. 


January 12—Hearing of the following cases now assigned for 
January 5, at New York City, before Special Examiner 
Mackley, is continued until January 12, at New York City, 
before Special Examiner Mackley: 

5§919—Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 
5920—Alpha Portland Cement Co. vs. P. R. R. Co. 


January 12—-Macon, Ga.—Special Examiner Smith: 
6096—Freight Bureau Chamber of Commerce, Macon, Ga., vs 
L. & N. R. R. Co. et al. 
January 12—-Washington, D. C.—Special Examiner Pitt: 
Fourth Section Application No. 1952. 


January 12.—Washington, D. C.—Examiner Pitt: 

Hearing of that portion of Fourth Section Application No. 1952 
of the L. & N. R. R. Co. which asks for authority to con- 
tinue rates on bananas from New Orleans, La., and Mobile, 
Ala., published in L. & N. Co. tariffs I. C. C. Nos. 11468 and 
A10483, respectively, that are lower than rates concurrently 
in effect to intermediate points, or rates published in the 
said tariffs to intermediate ponts that are higher than rates 
to more distant points. 


January 13—Little Rock, Ark.—Special Examiner Settle: 
|. & S. 313—Rates on cotton and cotton linters from Paris, 
Scranton & other points in Ark. to Little Rock, and 
other compress stations in Ark. to be concentrated and re- 
shipped to Interstate destinations. 


January 13—Savannah, Ga.—Special Examiner Smith: 
6042—Solomon Lipman vs. A. C. L. R. R. Co. 


January 14—Knoxville, Tenn.—Special Examiner Disque: 
5471—Shea Bros. vs. Tenn. Ry. Co. et al. 
5685—Traffic Bureau of Knoxville, Tenn., vs. C. N. O. & T. P. 
Ry. Co. et al. 
6281—Traffic Bureau of Knoxville, Tenn., vs.. Ala. & Vicks. Ry 
Co. et al. 
5979—Northern Pine Mfrs. Assn. et al. vs. C. & N. W. Ry. Co. 


January 14—Jacksonville, Fla.—Special Examiner J. Edgar 
Smith: 
1. & S. 352—Rates on tomatoes from Jacksonville, Fla., to 
Kansas City, Mo., and other points. 


January 14—Minneapolis, Minn.—Commissioner Prouty: 
et al. 
5980—Commercial Club of Sioux Falls vs. Pullman Co. et al. 
6098—Board of R. R. Commissioners of the State of South 
Dakota vs. C. M. & St. P. Ry. Co. et al. 





Docket of The Commission 


unuary 10, 1914 THE TRAFFIC WORLD : 83 






other than the consignee, the carrier’s negligence may be 
treated as a conversion, and the measure of damages 
for conversion of goods is not computed on the basis 
of the value of the goods at point-of shipment, since the 
carrier will be deemed to have thereby abandoned the 
contract of shipment and cannot insist on a stipulation 
therein limiting its liability, but is the value of the ship- 
ment at place of destination at the time the shipment 
should have arrived, with interest, less cost of transporta- 
tion. 


sonmere 14—Portland, Ore.—Special Examiner Thurtell: 
-&S&. 330—Lumber rates from North Pacific Coast points. 
Pi 14—Knoxville, Tenn.—Special Examiner Disque: 
Fourth Section Application Nos. 3965, 1548 and 1952. 
January 14—Argument at Washington, D. C.: 
ee Round Bale Press Co. vs. A. T. & S. F. Ry. 
0. et a 
5759—Anderson Clayton & Co. vs. A. T. & S. F. Ry. Co. et al. 
6068—Oklahoma Portland Cement Co. vs. Ark. La. & Gulf 
Ry. Co. et al. 


January 14—Jacksonville, Fla.—Special Examiner Smith: 
i anal Concrete and Engineering Co. vs. Ga. Sou. & Fla 
‘o. et al. 
5949—Florida Cotton Oil Co. vs. A.B & A R. Co. et al. 
,5971—Ocala Iron Works vs. B. & O. R. Rn’ Oo. et al. 


January 14—Philadelphia, Pa.—Commissioner McChord: 
4914—-In the matter of rates, practices, rules and regulations 
governing the transportation of anthracite coal. 


January 15—Argument at Washington, D. C.: 
ae & Alton Coal Co. et al. vs. A. T. & S. F. Ry. 
o. eta 


January 15—Seattle, Wash.—Special Examiner Thurtell: 
|, & S. 274—Cancellation of eastbound joint rates from stations 
on the Bellingham & Northern Ry. in connection with the 
Canadian Pacific Ry. 


—— 15—Knoxville, Tenn.—Special Examiner Disque: 
. & §. 322—Molasses rates to Knoxville, Tenn. 


Pt. 16—Chicago, Ill.—Commissioner Prouty: 
|. & S. 339—Cement rates from Mason City, Ia. 
salb-chemene Milling Co. et al. vs. Mich. Cent. R. R. Co. et al. 
6245—Albert Miller & Co. vs. Mo. Pac. Ry. Co. et al. 
6190—Underwood Veneer Co. vs. Ann Arbor R. R. Co. 
6290—Omaha Grain Exchange vs. Nor. Pac. Ry. Co. et al. 
6329—Jacob E. Decker & Sons vs. C. M. & St. P. Ry. Co. 


a 16—St. Louis, Mo.—Special Examiner Settle: 
. & S. 342—Grain elevation allowances at St. Louis, Mo., and 
"Bast St, Louis, IIL 


January 16—Kansas City, Mo.—Special Examiner Settle: 
eae Coal & Mercantile Co. vs. Abilene & So. Ry. Co. 
et a 


January 16—Argument at Washington, D. C.: 

1. & S. 125—Advance in rates by carriers for the transporta- 
tion of boots and shoes from Boston, Mass., and other points 
to Atlanta, Ga. 

4596—Chamber of Commerce of the City of Augusta, Ga., vs. 
A. C. L. R. R. Co. et al. 

5429—Freight Bureau of Chamber of Commerce of Macon, Ga., 
vs. Cent. of Ga. Ry. Co. et al. 

5394— Wisconsin & Arkansas Lumber Co. et al. vs. St. L. I. M. 
& Sou. Ry. Co. et al. 


January 16—Miami, Fla.—Special Pracsines Smith: 
5713—John Gordon Du Puis vs. Fla. E. C. Ry. Co. et al. 


January 17—Chicago, Ill.—Commissioner ae 
L&s : —— weights on fresh meats ‘end other com- 
mo it es 


January 17—Argument at Washington, D. C.: 
4844—In the matter of bills of lading. 
6130—Louisiana State Rice Milling Co. vs..M. La. & Tex 
R. R. & S. S. Co. et al. 


January 19—Chattanooga, Tenn.—Special Examiner Disque: 
* 3449—W. J. Scheuing vs. L. & N. R. R. Co. 
* Fourth Section Application No. 1952. 


January 19—Chicago, Ill.—Special Examiner Mackley: 

* 1. & S. 280—Coal rates from Indiana and Illinois mines to 
stations in Iowa. 

* I, & S. 287—Rates on iron and steel articles between Chicago, 
St. Louis, St. Paul and other points and Des Moines, Ia., 
Sioux City, Ia., Sioux Falls, S. D., and other points. 

* |, & S. 295—Rates on packing house products, fresh meats and 
other products from Mason City, Ia., and other points to 
points in Arkansas and Texas. 


January 19—Chattanooga, Tenn.—Special Examiner Disque: 
‘'5543—J. F. Dale Sand Co. et al. vs. Sou. Ry. Co. et al. 
re aeengee Mailing Machinery Co, vs. N. C. & St. L. Ry. 
‘o. et a 
5642—J. M. Card Lumber Co. vs. C. N. O. & T. P. Ry. Co. et al. 
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January 19—Dubuque, Ia.—Special Examiner Settle: 
6115—Carr, Ryder & Adams Co, et al. vs. Sou. Pac. Co. et al. 
January 19—San Francisco, Cal.—Special Examiner Thurtell: 
Fourth Section Application Nos. 8835, 349 and 675. 


January 19—Tampa, Fla.—Special Examiner Smith: 
5247—Tampa Board of Trade vs. L. & N. R. R. Co. et al 


January 20—Chicago, Ill.—Special Examiner Mackley: 

* 1. & S. 302—Rox board rates from Wilmington, Ill, and other 
points to Chicago, Ill., Milwaukee, Wis., and other points. 

* 1. & S. 315—Rates on wind mills and other articles, including 
gasoline engines, in mixed carloads, from eastern shipping 
points to points in California and other points. 

* |. & S. 338—Coal rates to Dewey, Okla. 


January 20—Chattanooga, Tenn.—Special Examiner Disque: 
5643—McLean Lumber Co. vs. Ala. Gt. Sou. R. R. Co. 
5824—Chattanooga Bottle and Glass Mfg. Co. vs. N. C. & St. 

L. Ry. Co. et al. 
5873—Durham Coal and Iron Co. vs. L. & N. R. R. Co. et al. 
§904—-Williams & Vortis Lumber Co. vs. L. & N. R. R. Co 
et al. 
Fourth Section Application Nos. 3965, 1952 and 1065. 
Fourth Section Application Nos. 458 and 1952. 


January 20—New York City—Special Examiner Gibson: 
6333—International Paper Co. et al. vs. D. & H. Co. et al. 


January 21—San Francisco, Cal.—Special Examiner Thurtell 
* 6330—Pacific Navigation Co. vs. Sou. Pac. Co. et al. 


January 21—Chicago, Ill—Commissioner McChord: 
4906—In the matter of private cars. 


January 21—Chattanooga, Tenn.—Special Examiner Disque: 
Fourth Section Application No. 458. 
5928—Miles Bros. Grocery Co. vs. L. & N. R. R. Co. et al. 
5965—McLean Co. vs. M. & O. R. R. Co. et al. 
5981—Berry Lumber and Stave Co. vs. L. & N. R. R. Co. et al. 
ae ines & Wiehl Co. vs. Western & Atlantic R. R. Co. 
et al. 


January 21—Pensacola, Fla.—Special Examiner Smith: 
5938—Florida Cypress Co: vs. L. & N. R. R. Co. et al. 


January 21—Minneapolis, Minn.—Special Examiner Settle: 
6352—Magill & Co. et al. vs. Mo. Pac. Ry. Co. et al. 
6357—Imperial Elevator Co. vs. Gt. Nor. Ry. Co. 


January 21—San Francisco, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 1403. 


January 22—New York City—Special Examiner Gibson 


* 6389—New York Dock Ry. vs. B. & O. R. R. Co. et al 
January 22—Galesburg, 1!l.—Commissioner Meyer: 
1. & §S. 350—Switching at Galesburg, Ill. 


January ,le-ttow Orleans, La.—Special Examiner J. Edgar 
Smith: 
6299—Lucas E. Moore Stave Co. vs. Sou. Ry. Co. et al. 


January 22—New Orleans, La.—Special Examiner Smith: 
6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 
6168—Otis Mfg. Co. vs. Tex. & N. O. R. R. Co. et al. 


January 22—Chattanooga, Tenn.—Special Examiner Disque: 
Oe ences Sewer Pipe and Fire Brick Co. vs. Sou. Ry 
-0. et al. 
6063—Chattanooga Sewer Pipe and Fire Brick Co. et al. vs. 
Ala, Gt. Sou. R. R. Co. et al. 
6286—Berry Lumber and Stave Co. vs. Ala. Gt. Sou. R. R. Co. 


January 22—Hearing at Washington, D. C.: 
3666—In the matter of the regulations for the transportation 
of explosives and other dangerous articles by freight and by 
express. 
January 23—Kansas City, Mo.—Special Examiner Mackley: 
* 1. & S. 346—Transit privileges on grain at Kansas City, Mo 
* 5625— Millers Grain Co. vs. A. T. & S. F. Ry. Co. et al. 
January 23—St. Louis, Mo.—Commissioner Meyer: 
6128—Vulcan Coal and Mining Co. vs. Ill. Cent. R. R. Co 
|. & S. 343—Coffee rates from New Orleans, La 
January 23—Nashville, Tenn.—Special Examiner Disque 
* Fourth Section Application Nos. 
* 799—St. Louis & San Francisco R. R. Co. 
*2138—Mobile & Ohio R. R. Co. 
* 602—New Orleans & North Eastern R. R. Co. 
*1548—Southern Ry. Co. 
* 461—Alabama & Vicksburg Ry. Co. 
* 458—Nashville, Chattanooga & St. Louis Ry. Co 
*1952—Louisville & Nashville R. R. Co. 
to be heard in connection with Docket No. 6340. 


6061—Mount Pleasant Fertilizer Co. vs. East Jordan & Sou. 


R. R. Co. et al. 


6117—Mount Pleasant Fertilizer Co. vs. L. & N. R. Co. et al. 


6173—Mount Pleasant Fertilizer Co. vs. Sou. Ry. Co. et al. 

6174—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 

6186—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 

ey Pleasant Fertilizer Co. vs. N. 0. & N. W. R. R 
So, et al. 


January 23—New Orleans, La.—Special Examiner Smith: 


1. & S. 307—Class and commodity rates between New Orleans, 


La., and other points and Brownsville, Tex. 
6272—Jung & Sons Co. vs. L. & N. R. R. Co. 

January 24—Chicago, Ill.—Special Examiner Settle: 
6275—Western Newspaper Union vs. C. M. & St. P. Ry. Co. 
6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 

January 24—El Centro, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 8491. 


January 24—Nashville, Tenn.—Special Examiner Disque: 
Chesnutt Lumber Co. vs. L. & N. R. R. Co. 
6332—J. H. Wilkes & Co. vs. Ala. Gt. Sou. R. R. Co. et al, 
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January 26—Memphis, Tenn.—Special Examiner Disque: 
5196—Paducah Box and Basket Co. vs. Ill. Cent. R. R. Co 
5383—Orgill Bros. & Co. vs. Ill. Cent. R. R. Co. 
5659—Helena Freight Bureau vs. Mo. Pac. Ry. Co. et.al. 
5672—Gayoso Lumber Co. vs. Gulf & S. l. R. R. Co. et al. 


‘ 


January 26—Washington, D. C.—Special Examiner Marshall: 
* 5099—Peoples’ Fuel and Supply Co. vs, Grand Trunk West« 
Ry. Co. et al. 


January 26—Kansas City, Mo.—Commissioner Meyer: 
6180—Board of Trade of Kansas City vs. St. L. & S. F. R. 
Co et al. 


January 26—Washington, D. C.—Special Examiner Gibson: 
6216—Page Milling Co. et al. vs. Norf. & West. Ry. Co. 
6269—Stuart’s Draft Milling Co. et al. vs. Sou. Ry. Co. et 


January 27—Pittsburg, Pa.—Special Examiner Settle: 
5827—Central West Virginia Glass Mfrs. Assn. vs. B. & 
R. R. Co, et al. 


January 27—Memphis, Tenn.—Special Examiner Disque: 
Fourth Section Application No. 1952. ; 
5475—Memphis Freight Bureau for Memphis Rice Mills vs. I! 
Cent R. R. Co. et al. 

5856—Memphis Freight Bureau for Chickasaw Cooperage © 
vs. Ill, Cent. R. R. Co. et al. 

5795—City of Brownville, Tenn., et al. vs. L. & N. R. R 
Co. et al. 

5846—May Bros. et al. vs. St. L. & S. F. R. R. Co. et al. 


January 28—Memphis, Tenn.—Special Examiner Disque: 


5936—Pouncey Paving and Construction Co. vs. St. L. I. M. & 


Sou. Ry. Co. 

5988s—Humphreys-Godwin Co. vs. Yazoo & Miss. Valley Ry 
Co. et al. 

5998—Wickey & Sons Co. et al. vs. Mo. & Nor. Ark. R. 
Co, et al. 

6018—City of Covington, Tenn., et al. vs. Ill. Cent. R. R. Co 

Fourth Section Application Nos. 2043 and 2045. 


January 28—Washington, D. C.—Special Examiner Gibson: 
6246—Eastern Fruit Growers’ Assn. et al. vs. B. & O. R. R 
Co. et al. 


January 28—Philadelphia, Pa.—Special Examiner Settle: 
6023—Middletown Car Co. vs. P. R. R. Co. et al. 
|. & S. 320—Coal rates to Perth Amboy, N. J. 


January 28—New Orleans, La.—Special Examiner Smith: 
5907—C. W. Robinson vs. N. O. Gt. Nor. R. R. Co. et al. / 
6191—Huddock Orleans Cypress Co. vs. La. Ry. & Nav. Co 

et al. 
6092—New Orleans Board of Trade vs. La. Ry. & Nav. Co 
et al. 
6323—New Orleans Board of Trade vs. N. 0. & N. E. R. R. Co 
5544—Capital City Oil Co. vs. Tex. & Pac. Ry. Co. et al. 


January 28—Jackson, Miss.—Special Examiner J. E. Smith: 
Fourth Section Application No. 461. 
5420—G. B. Merrill & Bro. vs. Sou, Ry. Co. et al. 
6032—Jackson Oil and Refining Co. vs. Sou. Ry. Co. et al. 
6109—Meeds Lumber Co. vs. Ala. Cent. Ry. Co. et al. 
6116—Morrison Coa! Co, vs. Ill. Cent. R. R. Co. et al. 


January 29—New Orleans, La.—Special Examiner Thurtell: 
Fourth Section Application Nos. 677 and 1766. 


January 29—Jackson, Miss.—Special Examiner Smith: 
6227—Hall & Legan Lumber Co. vs. Sou. Ry. Co. 
6311—H. C. Miller et al. vs. Ill. Cent. R. R. Co. et al. 
5648—Pine Belt Lumber Co. vs. Gulf & S. 1. R. R. Co. 
January 29—Memphis, Tenn—Special Examiner Disque: 
Fourth Section Application Nos. 4218 and 4219. 
6148—J. A. Brittain vs. N. C. & St. L. Ry. Co. et al. 
6149—Obion Hardware Co. et al. vs. C. I. & S. R. R. Co. et al 
6236—E. Sondheimer Co. vs. St. L. I. M. & S. Ry. Co. et al 
6169—Anderson Tully Co. vs. St. L. & S. F. R. R. Co. et al 


January 29—Jackson, Miss.—Special Examiner J. Edgar Smith 
Fourth Section Application Nos. 461 and 2045. 


January 30—Memphis, Tenn.—Special Examiner Disque: 
6363—Anderson Tully Co. vs. St. L. I. M. & Sou. Ry. Co. et a! 
Se Tully Co. vs. Yazoo & Miss. Valley R. R. Co 

et al. 
6341—Oliver-Pinnie Co. vs. Sou. Ry. Co. et al. 
6368—Oliver-Pinnie Co. vs. L. & N. R. R. Co. et al. 

January 30—Memphis, Tenn.—Special Examiner Disque: 
Fourth Section Application Nos. 1779 and 2043. 


January 31—Albany, N. Y.—Special Examiner Settle: 
i. & S. 335—Marble rates from Vermont points. 


January 31—Vicksburg, Miss.—Special Examiner Smith: 

5481—E. J. Bomer and J. C. Bomer vs. Yazoo & Miss. Valley 
R. R. Co, et al. 

February 2—Cairo, Ill.—Special Examiner Disque: 

* Fourth Section Application No. 2045. 

February 2—Cairo, [ll.—Special Examiner Disque: 
6203—Sou. Lumber Co. vs. La. Ry. & Nav. Co. et al. 
6347—Clark Danforth Handle Co. vs, Ill. Cent. R. R. Co. 


February 2—New Orleans, La.—Special Examiner Thurtell: 
The following Fourth Section Applications: 

461—Alabama & Vicksburg Ry. Co. 
'542—Alabama Great Southern R. R. Co. 
8965—C. N. O. & T. P. Ry. Co. 
2045—Ill. Cent. R. R. Co. 
1952—L. & N. R. R. Co. 
1065—L. H. & St. L. Ry. Co. 
2138—M. & O. R. R. Co. 
458—N. C. & St. L. Ry. Co. 
1548—Sou. Ry. Co. 
'2043—Yazoo & Miss. Valley R. R. Co. 
754—Louisiana Ry. & Nav. Co. 
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4218—Mo. Pac. Ry. Co. 

4886-4907-4908—St. Louis Southwestern Ry. Co. 
3528—Missouri, Kansas & Texas Ry. Co. 
1950-1951—Kansas City Sou. Ry. Co. 

2636—Texas & Pacific Ry. Co. 
3671-3672—Missouri & North Arkansas R. R. Co. 
2388—St. Louis & San Francisco R. R. Co. 


February 2—Owensboro, Ky.—Special Examiner J. E. Smith: 
‘5880—Drury Coal Co. vs, Ill. Cent. R. R. Co. 
6031—Owensboro Wagon Co. vs. Sou. Ry. Co. et al. 


February 3—Louisville, Ky.—Special Examiner J. Edgar Smith: 
6966—Sunny Brook Distillery Co. vs, Pa. Term. Ry. Co. et al. 
6164—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al. 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 

Fourth Section Application Nos, 1548 and 1952. 


February 4—Cincinnati, O.—Special Examiner Disque: 
6264—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co. et al. 


February 4—Hearing and argument at Washington, D. C.: 
i. & S. 11—The tap line case. 


February 6—Argument at Washington, D. C.: 
5314—Alientown Portland Cement Co. vs. P. & R. Ry. Co. 
5991—-Pacific Coast Gypsum Co. et al. vs. Ore.-Wash. R. R. 
& Nav. Co. et al. 
1. & S. 248—Emlenton, Pa., petroleum rates. 
3771—Stonega Coke and Coal Co. vs. L. & N. R. R. Co. et al. 
February 7—Argument at Washington, D. C.: 
6127—Metropolis Commercial Club vs. Ill. Cent. R. R. Co. et al. 
5490—Lebanon Commercial Club vs. L. & N. R. R. Co. et al. 
* 5445—Cunningham, Duncan & Co. et al. vs. LL. & N. R. R. Co. 
* 5673—Lindsay & Co., Ltd., vs. Wells Fargo & Co. et al. 
ey & Co., Ltd., et al. vs. Northern Express Co. 
et al. 
February 11—Argument at Washington, D. C.: 
4817—George A. Hormel & Co. vs. C. M. & St. P. Ry. Co. et al. 
5899—Mobile Chamber of Commerce and Business League et 
al, vs. Abilene & Rockfish R. R. Co. et al. 
* 6082—New Orleans Cotton Exchange et al. vs. L. & N. R. R. 


February 12—Argument at Washington, D. C.: 

* 6089—Whegler Lumber and Bridge Supply Co. et al. vs. A. T. 
& S. F. Ry. Co. et al. 

* 6225—Transportation Bureau of the New Seattle Chamber of 
Commerce vs. Great Northern Ry. Co. 

* 6051—Rockford Mfrs. and Shippers’ Assn. vs. A. T. & S. F. 
Ry. Co. et al. 

* 5889—Furniture Mfrs.’ Assn, of Grand Rapids vs. Ann Arbor 
R. R. Co. et al. 


February 13—Argument at Washington, D. C.: 

* 4903—Davidson Lumber Co, vs. Sou. Ry. Co. et al. 

* 5828—Jefferson Milling Co, vs. B. & O. R. R. Co. 

* 1. & §. 237—Illinois-St. Louis coal rates. 

* 5668—Lumaghi Coal Co. et al. vs. B. & O. S. W. R. R. Co. et al. 

* 5698—Business Men’s League of St. Louis vs. B. & O. S. W. 
R. R. Co. et al. 

February 14—Argument at Washington, D. C.: 

* 5048—Livingston Bros. Co. vs. C. M. & St. P. Ry. Co. et al. 

* 5791—W. D. Weaver vs. West Shore R. R. Co. et al. 

* 5393—National Baggage Committee vs. A. T. & S. F. Ry. Co. 
et al. 

February 17—Hearing continued from January 5, at Boston, 

Mass.—Special Examiner Rynder: 
* 5900—Boston Potato Receivers’ Assn. vs. Clyde S. S. Co. et al 


DIGEST OF NEW COMPLAINTS 


No. 6357, Sub. No. 10. Larsen & Anderson, Crookston, Minn., 
vs. Great Northern and Northern Pacific. 

Alleges that the interstate rate of $2.10 per ton on hard 
coal and $2 on soft coal from Superior, Wis., and other points 
taking Duluth rates to Crookston, is unjust and unreasonable 
in comparison with the intrastate rates of $1.82 and $1.48, 
prescribed by the Minnesota law and upheld in the federal 
Supreme Court. Demand the intrastate rates as maxima, and 
reparation. 

No. 6357, Sub. No. 11. Clara City (Minn.) Lumber Co. vs. Great 
Northern. 

Allegations similar to the foregoing with regard to coal at 
Clara City. 

No. 6357, Sub. No. 12. John R. Jones, Hankinson and Rutland, 
N. D., vs. Great Northern and Minneapolis, St. Paul & Sault 
Ste. Marie. 

Alleges undue discrimination in rates on coal from Duluth 
and Superior by reason of the difference in state and inter- 
state rates, in favor of Breckenridge and other near-by points 
in Minnesota with which Hankinson and Rutland have here- 
tofore been on a parity of relationship with equi-distant points 
in Minnesota. Demands reasonable rates and reparation. 

No. 6357, Sub. No. 18. McGregor Bros. & Co., Renville, Hector 
and Sacred Heart, vs. C. M. & St. P. 

Allege that by reason of the intrastate rate of $1.42 per 
ton on soft coal from Duluth and $1.80 interstate rate from 
Superior, $1.68 and $1.90 on hard coal, they have been greatly 
damaged. Demand reasonable rates from Superior, and repa- 
ration. . 

No, 6357, Sub. No. 14. Chesley Lumber and Coal Co. vs. the 
Great Northern et al. 

Unreasonable rates on coal from Duluth and Superior to 
points in North Dakota. 

No. 6357, Sub. No. 15. Magill & Co., Fargo, N. D., vs. Great 
Northern et al. 

Same as foregoing, except that it applies to various com- 
modities. 
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No, 6357, Sub. No. 16. Interior Lumber Co., Fargo, N. D., vs. 
Great Northern et al. 
Same as foregoing, limited to coal. 
No. 6357, Sub. No. 17. Pepper & Diemer, Bagley, Minn., vs. 
Great Northern. 
Same as foregoing. c 
No, 6357, Sub. No, 18. J. R. Jones, Hankinson, N. D., vs. Min- 
neapolis, St. Paul & Sault Site. Marie. - 
Same as to coal, lumber, lime, cement, plaster and salt. 
No. 6410. Penn Oil and Supply Co., Ltd., vs. Lake Shore & 
Michigan Southern et al. 
Against a rate of 26 cents per 100 Ibs. on shipments of 
petroleum and its products, C. L., from Pennsylvania points 


to Burlington, Iowa, as unjust, unreasonable and discrimina- - 


tory. Reasonable rate asked for and reparation. - 

No, 6411. J. C. Shaffer vs. Illinois Central. 

Alleges unreasonable charges on shipments of corn to Chi- 
cago and various other destinations. Demands cease and 
desist order and reparation. 

No. 6412. Nebraska Bridge Supply and Lumber Co., Omaha, vs. 
Alabama Great Southern et al. 

Alleges unjust and unreasonable rates on cedar fence posts, 
poles, piling, common lumber and other articles of cedar, from 
Chickamauga, Ga., to Cairo, East St. Louis and other Ohio 
and Mississippi River crossings. Demands reasonable rates 
and reparation. 

No, 6413. J. M. Card Lumber Co., Jas. Kennedy & Co., Chat- 
tanooga, vs. Alabama Great Southern and New Orleans & 
North Eastern. 

Alleges that the rate of 21 cents on dressed lumber from 
Chattanooga to New Orleans for export is unjust and un- 
reasonable in that it exceeds the undressed lumber rate or 
that it exceeds the difference of one cent between dressed and 
undressed lumber shipped from Memphis to New Orleans. 

No. 6414. California Pine Box and Lumber Co. of San Francisco, 
Cal., vs. A. T. & §. F. et al. 

Alleges unjust and unreasonable rates on box shook lumber 
from Williams to Clifton, Ariz., moving interstate, in that it 
exceeds $8.80 per ton. Demands a reasonable rate and repara- 
tion from $13.80 to $8.80 per ton. 

No. 6415. E. I. du Pont de Nemours Powder Co. of Wilmington, 
Del. vs. Wabash et al. 

Alleges unreasonable rates on coal from Springfield and Riv- 
erton, Ill, to Mooar, Ia. Demands reasonable rates and 
reparation amounting to $1,440. 

No, 6416. McArthur Bros. Co., New York, vs. El Paso & S. W. 

Demands reparation amounting to $2,635 on account of 
freight paid to defendant on grain, hay, etc., used by it while 
constructing a branch of defendant’s railroad, the complain- 
ant’s contention being that under its contract with the rail- 
road company supplies were to have been carried free of 
charge. 

No. 6417. Excello Feed Milling Co. of St. Joseph, Mo., vs. 
Northern Pacific et al. 

Demands reparation on shipments of hay from Montana 
points to St. Joseph for the difference between 45 cents, the 
through rate, and a combination local of 41 cents. 

No. 6418. Peycke Bros. Comméssion Co. of Kansas City, Mo., 
vs. C. R. I. & P. et al. 

Alleges imposition of an unjust and unreasonable rate on 
cranberries from Wareham, Mass., to Kansas City. Demands 
a reasonable rate and reparation. 

No. 6419. Portland, Ore., Chamber of Commerce vs. C. M. & 
St. P. et al. 

Alleges unjust and unreasonable rates on bakery goods. De- 
mands a reasonable rate. 

Ne = Bruer Bros. Lumber Co., Minneapolis, vs. C. M. & 

‘o_o 

Alleges unjust and excessive charges for switching services 
in Minneapolis after the disconnection of the industry switch 
track made necessary through the enforced depression of com- 
plainant’s main track by ordinance of the city of Minneapolis. 

No. 6421. Helena, Parkin & Northern Ry. vs. St. L. IL M. & S. 
and C. R. I. & P. 

Asks that the defendants be required to establish and main- 
tain joint routes and through rates on interstate traffic via 
roads of the complainant as soon as physical connections are 
completed. Notwithstanding decision in tap line case the 
complainant contends that conditions have changed so as to 
justify divisions. 

No. 6422. Consumers’ Company, Chicago, vs. C. & N. W. et al. 

Alleges imposition of excessive and unreasonable switching 
charges over and above the through rate from Chicago on coal, 
ice, building material and products kindred thereto. Demands 
Ss ee switching rate and reparation amounting to 

No, 6423. Street Bros. Machine Works, Chattanooga, Tenn., vs. 
Southern. 

Allege excessive charges on one engine and accessories, 
Chattanooga to Fayette, Ala., freight being charged on a 
minimum of 24,000 pounds, complainant contending for a 20,000 
pounds basis and reparation. 

No. 6424. Jobbers’ Brokerage Co., Cumberland, Md., vs. Chesa- 
peake & Potomac Telephone Co. 

Unjust and unreasonable charges for telephonic service to 
the towns of Piedmont and Keyser, W. Va. Demand reason- 
able rates and reparation. 

No. 6425. Kahn’s Pickery, New Orleans, vs: Texas & Pacific. 

Unjust rules and regulations as to time limit for filing of 
claims for reparation. Demand cease and desist order and 
reasonable regulations. 

No. 6426. Fifer Caudle, Dalhart, Tex., vs. International & Great 
Northern et al. 

Excessive charges on peaches from Lindale, Tex., to Guy- 
mon, Okla. Demands reasonable rates and reparation. 

No. 6427. William Cameron & Co., Inc., Waco, Tex., vs. Tex- 
arkana & Fort Smith et al. 

Excessive charges on lumber from Chaison to Waco, due to 
alleged misrouting. Demands reparation. 

No, 6428. C. W. Stubblefield, Jasper, Ala., vs. St. Louis & San 

Francisco. 
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Excessive charges on peaches from Eldridge, Ala., to Cleve- 
land. Demands reasonable rates and reparation. 
No, 6429. Parlin & Orendorff Co., Canton, Ill., vs. C. C. C. & St. 
L. et al. 
Unjust and unreasonable rates on coke from Indianapolis 
to Peoria and Canton. Demands reasonable rates and repara- 
tion. 


MINOR UNREPORTED OPINIONS 


A381, Case 5459. Goldfield Consolidated Mines Co. vs. Mo. 
Pac. et al.- Decided Dec. 3, 1913. Rate of $239 per 100 lbs. for 
the transportation of dry litharge from St. Louis, Mo., to Gold- 
field, Nev., not found to have been unreasonable and complaint 
dismissed. 

A382, Case 4931. Frick Company vs. Cumb. V. Ry. Co. et al. 
Decided Dec. 38, 1913. Rate for the transportation of ice 
machinery, including galvanized iron ice molds from Waynes- 
boro, Pa., to Charleston, S. C., found to have been improperly 
assessed, resulting in a net under charge and complaint dis- 
missed, 

A383, Case 5528. Thornhill Wagon Co. et al. vs. Norf. & 
West. Ry. Co. et al. Decided Oct. 10, 1913. Rate for the 
transportation of rough wagon felloes, C. L., from Kimble, 
Tenn., to Lynchburg, Va., not found to have been unreasonable 
and complaint dismissed. 

A384, Case 5588. Dover Mfg. Co. vs. Pa. Co. et al. De- 
cided Nov 3, 1913. Rate for the transportation of asbestos sad 
irons from Canal Dover, O., to Spokane, Wash., not found un- 
reasonable and complaint dismissed. 

A386, Case 5457. Goldfield Consolidated Mines Co. vs. Pa. Co. 
et al. Rate of $2.25 per 100 lbs. for the transportation of metal 
asbestos roofing from Beaver Falls, Pa., to Goldfield, Nev., not 
shown to have been unreasonable and complaint dismissed. 

No. A384, Case 4593. Shortville Wheel Co. vs. C. C. C. & St. 
L. Ry. Co. et al. Decided Dec. 1, 1913. Complaint seeking relief 
for future rates on club-turned spokes from points south of the 
Ohio River to Shortville, N. Y., dismissed, lower rates having 
already been granted. ‘ 

No, A385, Case 4874. Franklin Hess et al. vs. Union Pacific 
et al. Complainants, relying upon the case of Kindel vs. N. Y 
N. H. & H. R. R. R., 15 1. C. C., 555, ask reparation upon various 
shipments of merchandise from Chicago and St. Louis and 
points east thereof to points in Wyoming. teparation awarded 
in certain instances. 





BANANAS FROM NEW ORLEANS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Arguments were made in I. & S. No. 311 and the 


complaints of the Topeka Jraffic Association and the 
Wichita Produce Co., all involving the adjustment of 
banana rates from New Orleans and Galveston to Kansas 
and Nebraska. The carriers, in attempting to comply 
with the decision in the Lincoln and Beatrice case, in- 
creased the banana rate of 71 to 80 cents per hundred. 
That increase put Lincoln and Beatrice, Salina and Hutch- 
inson all on the same level. When the carriers undertook 
to make that adjustment, putting Lincoln and Beatrice 
on an equality in height of rates, protests were made, and 
it was upon these protests and the resulting suspenion 
that the arguments were based. 

The carriers committed their whole case to Frank W. 
Gwathmey, who pointed out that the Commission has 
never condemned any banana rate in that territory as 
being unreasonably high, and that the carriers applying 
the same tests that had been used by the Commission are 
amply justified in making the increase of 9 cents to Lin- 
coln and Beatrice. E. H. Hoagland and H. D. Driscoll, 
representing the Topeka interests, argued that the car 
revenues shown by the carriers justified the fight which 
Topeka has been making for a lower rate on bananas. 
W. S. Whitten argued for the Lincoln Commercial Club 
in opposition to the proposed increase. 





ESHLEMAN DECLINES. 

California papers state that John M. Eshleman, pres- 
ident of the State Railroad Commission, has been offered 
by President Wilson the Interstate Commerce Commis- 
sionership made vacant by the death of the late John H. 
Marble. It is understood that Eshleman declined the 
appointment because of his health, his interests in Cali- 
fornia and his dislike of moving his family to Washington. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


——__ 


WESTERN CLASSIFICATION COMMITTEE, 


R. C. Fyfe, Chairman, W. E. Prendergast, H. C. Bush. 

The Western Classification Committee will on the 
date and at the hour named in connection with each 
subject named below take up and consider the following 
applications for changes in ratings, rules, etc., in Classi 
fication No. 52. Interested parties desiring to appear 
and present arguments on these subjects will be heard, 
at the hour named, in the Committee’s conference room, 
No. 1875 Transportation Building, 608 South Dearborn 
St., Chicago. 

Interested parties who cannot appear in person may 
present written arguments which should contain full in- 
formation as to packing, values, weight, value per cubic 
foot and possible loading per 36-foot car. 


MONDAY, JANUARY 12, 1914. 


Docket No. 11—10:00 A. M.—Clothing, Leggings, Gloves, Mittens, 
and Blankets. 

Cotton Leggings: Item 25, Page 106, Classification 52. Peti- 
tioners request first class for shipments in burlapped bales, same 
as in boxes. 

Cotton Shirts (Men’s Work Shirts): Item 27, Page 106, Clas- 
sification 52. Petitioners request first class for shipments in 
burlapped bales, same as in boxes. 

Mackinaw Clothing, Bundle Socks, Gloves, Mittens, Coats, 
Shirts and Pants, made of Wool: Item 27, Page 106, Classifica- 
tion 52; Item 23, Page 148, Classification 52. Petitioners request 
first class for shipments in burlapped bales, same as in boxes. 

Horse Blankets, made of cotton, shoddy and burlap, or cot- 
ton, shoddy and heavy drill: Item 3, Page 120, Classification 52. 
Petitioner requests on shipments in compressed bales: L. C. L., 
third class; C. L., fourth class. 

Blankets, not otherwise indexed by name, in bales or boxes, 
first class, any quantity. Petitioner requests on shipments in 
compressed bales: L. C. L., third class; C. L., fourth class. 

Blankets, cotton, shoddy, for rental and camping purposes 
Item 3, Page 120, Classification 52. In bales or boxes, any 
quantity, first class. Petitioner requests on shipments in com- 
pressed bales: L. C. L., third class; C. L., min. weight 38,000 
lbs., fifth class. 

Cotton or Canton Flannel Gloves and Mittens: Item 23, Page 
148, Classification No. 52. In boxes, any quantity, first class. 
Petitioners request first class on shipments in machine com- 
pressed bales. 


TUESDAY, JANUARY 13, 1914. 
Docket No. 12—10:00 A. M.—Agricultural Implements. 
Agricultural Implements, Hand. 


Present Proposed 
Rating. Rating. 


Fertilizer Distributors, wheeled, loose, L. C. L.. Not D-1 
Im BOROS GF GOTO, Le Cy. Eecccccccscccccccccess provided 1-% 
In packages or loose, C. L., min. wt. 24,000 Ibs. for. 3 
Also to be added to the Hand Agricultural 

Implement List. 


Agricultural Implement Parts. 


Present Proposed 
Rating. Rating 


Weeder Blades, iron or steel, wired in bundles, 


Se Oe Oe ines 2s bneenbak ihe antl eked eae aes 3 
In barrels, boxes or crates, L. C. L........-..+. 1 3 
In packages or loose, C. L., min. wt. 36,000 Ibs. A 5 


Minimum weight of present rating, 24,000 lbs., 
of proposed rating, 36,000 lbs: 

To be included under heading of Agricultural 
Implement Parts, Other Than*Hand. 


Agricultural Implements, Hand. 


(Item 2, Page 60, Classification 52.) 

Present Proposed 

Rating. Rating. 
Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, 
Seeders or Weeders, separate or combined, 
wheeled, K. D., handles in bundles, other parts 

Be DS GP GHGS, Ee We BO Selec be Pe cwccecceceecs 1 2 


Garden Plows, C. L. 


(Item 2, Page 60, Classification 52.) 

Petitioner requests reduction in minimum weight 

from 24,000 lbs. to 20,000 Ibs. No change in 
rating. 





Jami 


Culti 


A iam 
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Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, Seeders or 


Weeders, Separate or Combined, Wheeled. 
(Item 2, Page 60, Classification 52.) 
Present Proposed 
Rating. Rating. 
J., loose, L. C. D-1 
. U., in boxes or crates, L. C. L 1-% 
. D., flat in bundles, L. C. L 1 
. D., handles in bundles, other parts in boxes 
or crates, L. C. L 
K. D., in boxes or crates, L. 


Cultivators, Drills, Hoes, Muichers, Plows, Rakes, 
Weeders, Separate or Combined, Wheeled. 
(Item 2, Page 60, Classification 52.) 


Present Proposed 
Rating. Rating. 
.. loose, L, D-1 D-1 
in boxes or ‘crates, L. 1-% 
K. D., flat in bundles, L. 1 2 
K. D., handles in bundles, other parts in boxes 
or crates, % = % 
K. D., in boxes or crates, L. 


Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, 
Weeders, Separate or Combined, Wheeled. 


(Item 2, Page 60, Classification 52.) 
Petitioner requests second class, L. C. L., on Cul- 
tivators, Hoes and Plows, entirely taken apart, 
handles in bundles or crates, and also on Drills. 
viz., handles, hoppers, front wheels, front wheel 
supports, markers, coverers, furrow openers 
and handle braces removed and packed in and 
around the drive wheel frames and feed boxes 
which are not taken apart. 


Seeders or 


Seeders or 


Hand. 


(Item 19, Classification 52, Page 59.) 
Present Proposed 
Rating. Rating. 


Broadcast Seeders, in barrels or boxes, L. C. L.. 1 1 
In barrels or boxes, C. L., min. wt. 24,000 Ibs.. a 3 
(Item 20, Page 59, Classification 52.) 


Corn Huskers, in boxes, L. C. 1 
In boxes, C. L., min, ‘wt. ,0 sis 3 


(Item 4, Page 60, Classification 52.) 


Cutisre, a Potato, in boxes, bundles or crates, 

a & 
In packages named, C. L., min. wt. 24,000 Ibs. 
(Item 5, Page 60, Classification 52.) 


Fanning Mills. 

(Item 6, Page 60, Classification 52.) 

Feed and Ensilage Cutters. Petition requests 
that Fanning Mills and Feed and Ensilage 
Cutters, as described in Items 5 and 6, Page 60, 
be permitted to mix with Agricultural imple- 
ments, Hand, rated third class, minimum weight 
24,000 Ibs., straight or mixed C. L., and that 
Item 10, Page 61, Classification 52, be so 
amended. 

Post Hole Augers, Post Mauls, Pruners, Picks, 
Mattocks, Lawn Mowers. Petitioner requests 
that these items be transferred to the Hand 
Agricultural Implement List and added to the 
mixed carload rating, Item 10, Page 61, Classi- 
fication 52. 


Agricultural Implements, 


(Item 16, Page 60, Classification 52.) 


Knives, Corn, Cane or Hay, in double burlapped 

or straw roped bundles, amend to read, in 
bundles with cutting edges protected....No change in present 
first class rating 


Agricultural Implements, Hand. 

(Item 21, Page 59, Classification 52; Items 1, 2 3 and 5 to 19 
inclusive, Page 60, Classification 52; Items 1 to 10 inclusive, 
Page 61, Classification No. 52.) 

Petitioner requests that Hand Agricultural Im- 

plements now rated at third class in straight 
earloads or in straight or mixed carloads be 
rated Class A, minimum weight 24,000 lIbs., in 
straight carloads or in mixed carloads. 


Implements, Hand, and Agricultural 
Other Than Hand, Mixed Carloads, 


Agricultural Implements 


Petitioner requests that Agricultural Implements, 
Hand, be permitted in mixed carloads with 
Agricultural Implements, Other than Hand, 
at Class A, minimum weight 24,000 Ibs. 


Agricultural Implements, Other Than Hand. 
(Item 1, Page 63, Classification 52.) 


Ensilage Cutters, Power, K. D., but carried 
mounted on wheels for convenience of car- 
riers, L. C. L. 

Petitioner requests second class rating when pre- 
pared for shipment as follows: Front wheels 
and axle, extension feed table and gears re- 
moved and packed in bundles, machine body 
mounted on rear wheels for convenience of 
carriers. 


First class 


TRAFFIC WORLD 87 


Present Proposed 
Rating. Rating. 
(Item 1, Page 64, Classification 52.) 
Hay Carriers, iron or steel or iron or steel and 
wood combined, in bundles, L. C. L 
In barrels, boxes or crates, L. C. L 
Hay Press Lifting Jacks. Petitioner requests 
that Lifting Jacks be added to list of Agricul- 
tural Implements, Other than Hand, ; 
Loose, L. C. L 
Loose, C. L., min. wt. 24,000 Ibs 
*Present Rating: Machinery, 
indexed by name. 


Parts for Agricultural Implements, Other Than Hand. 
(Item 6, Page 67, Classification 52.) 


Present Proposed 
Rating. Rating. 


Castings, Agricultural Implement, not otherwise 
indexed by name, etc., each weighing less 
than 50 Ibs., loose, L. C. L 
Each weighing 50 Ibs. or more, loose, L. C. L.. 
In bundles, L. C. L 
In bags, barrels or boxes, we * 

Amend to read: Weighing each less than 50 
lbs., loose, or in bundles weighing less than 
50 Ibs., L. C. L 
Weighing each 50 Ibs. or over, loose, 
bundles weighing 50 Ibs. or over, L. C 
In bags, barrels or boxes, L. C. L 
In barrels with burlap tops, L. = L 
In barrels without tops, L. C. 

Parts for Agricultural lastieuvalie. Other Than Hand. 


(Item 2, Page 70, Classification 52.) 


not otherwise 


or in 


Dise Harrow Ball Boxes and Spools. Petitioner 
requests third class, in boxes, L. C. L., and 
that same be added to Item 10, Page 67. Pres- 
ent rating: First class. : 
Fertilizer Distributer Attachments for Grain or Seed Drills or 
Planters. 


(Itém 1, Page 68, Classification 52,) 
Present Proposed 
—- 


Rating. 
In boxes or crates, LL C. L 1 


Wheels, Agricultural Implement, 
Name. 


In pkgs. or loose, C. L., min. wt. 24,000 Ibs. 5 

Petitioner requests that Agricultural Implement 
Wheels be permitted to mix with Agricultural 
Implements, Other than Hand, in carloads, 
and when so shipped to be rated at 


Sprayers. 
(Items 7, 8, 9 and 10, Page 247, Classification No. 52.) 


Petitioner requests that these items be trans- 
ferred to the Machinery list and be permitted 
to mix with Gasoline Engine and Power Pumps 
at Class A rating. 

Petitioner requests these items be transferred to 
the Agricultural Implement list. 


Power Pumps, With or Without Power. 


Petitioner requests that they be added to Item 6, 
Page 66, with ‘‘Agricultural Implements, Other 
than Hand, and Agricultural Implement Parts, 
taking Class A, minimum weight 24,000 Ibs.”’ 


Grain Baggers. 


(Item 8, Page 150, Classification 52.) 


Present Proposed 
Rating. Rating. 


In boxes, bundles or crates, any quantity... 2 


Petitioner requests that Corn Sheller Sacking 
Elevators be added to list of Agricultural Imple- 
ments, Other than Hand, viz., Elevator gear- 
ing, protected by crating, spouts detached, 
loose, L. C. L 
Cc. L., as prescribed for L. C. L. 
min wt, 24,000 Ibs 


Not Otherwise indexed by 


shipments, 


COMPROMISE ON LUMBER. 


Arkansas Railroad Commission has arranged a 
between shippers and carriers on rough 
national forest products which will have the effect of 
facilitating movement of forest products, it is said. The 
agreement reached was under the interstate tariff and 
the terms outlined were, in effect, that shippers should 
comply with all rules and regulations and that an in- 
bound rate of two cents should prevail on all rough 
material shipped into mills, provided at least 20 per cent 
of said shipment was reshipped. It was also agreed that 
one-half cent more would be added to the rate if this 
20 per cent was not reshipped from the mill. 


The 
compromise 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


CUTTING DOWN HAULING COST 





A document has just been issued by the commercial 
vehicle committee of the Automobile Chamber of Com- 
merce, H. W. Perry, secretary, in which a showing is 
made of what is believed to be the possibility of reducing 
hauling expenses by the use of the automobile truck. 
After explaining how the cost of haulage has been re- 


lated (see accompanying table), so as to show the cost 
of haulage and delivery per day, per mile, per ton-mile 
and per package. 

Wherever possible, the cost of performing the same 


COST OF HAULAGE .AND DELIVERY BY MOTOR AND 
HORSE DRAWN WAGONS. 
Average Cost of Trucking and Delivery. 


Per Day. Per Mile. Per Ton-Mile. Per Package 
Motor. Horse. Motor. Horse. Motor. Horse. Motor. Horse. 








duced to about one-tenth since the advent of the steam 1 ------- $733 BEOUS cere cocens ereett., gimme ee* 
: : - SB seeeees ‘ D we wees cos coee eevece ODOC 3 secees 
railroad, but that there is little hope for further reduction S: deasies es £.8'e7 3... 
by this means, the paper continues: : vee eeren ae pin gem = 9 - 16.07¢ we ae 
Apparently the only remaining hope for actual and 7 ae 13.22 oo. <hegtt *2.18¢ ea 
substantial reduction of transportation cost lies in the BS cccceee cocee soecee a eee 
: y . D. o6cenc@.cbece7 Seebes DG bics ‘sceses ccvese eee 
commercial motor vehicle. No official and general inves- 19 °........... ewes +5 “yee So ae Lebeoed on 
tigation has ever been made into the cost of hauling }5-"*;7* v7ts cc777 in eee See 
and delivering by motor truck and delivery wagon, but 13 ....... 14.29... 5.3 perat hs Fences patra > 
: De séaakss ee) 3% 6.0 c 10.0 c ees 
large users of these vehicles have demonstrated to their j5 (°°): x 17 $13.2 ee ae aE we 
satisfaction that they are much more economical than 7 coeeeee oe ee: "eS ° 250 46 < 
. € ceoscose +04 d.md o* ecoe cee ae 
horses. Among the manufacturers of these machines it 18 ....... 17.20 37.6 c ig aa 
. RR 11.95 16.80 ... Ce > — 
has been asserted generally that they effect a saving a Res 16.20 33.00 ... se 8.0 c¢ 11.0 « 
of from one-third to one-half. These claims are fairly 21 ------: way satess “_* ape. 8 SES 300": 
substantiated by a tabulation that has just been made 23 ....... c..2. 0 ceceee seve 82.6.6 ...... aa 
by the secretary of the commercial vehicle committee = oe ait ee eee ee ed we a 
of the Automobile Chamber of Commerce. ae svnenes Dace aueet.. 40005 tenes . eth Ss 
Detailed reports of the operation of motor trucks and = seseees 4.19 7.42 mca? ane ee oeees 
a os¢edeh biede. “wee ann .s sf eres 
delivery wagons in the service of thirty prominent com- 30 ....... ..... 7.89¢ 17.28¢ 
: e . s . ‘ Ome nO! RW oe eS lee ee al a el. aesnlte  idNaed  aadwe. 
panies, engaged in various lines of business, in fifteen 3, ""'"' """' """""" Guo # yee ae... 
different cities, were searched for reliable records of . wtteeee eo 41.6 ¢ 8.3 5a ee ere Sa 
we encewes 7 eS 7.5 
operating costs. In many cases these cost records were 25 ....... 12.64 CESS Ne cis 
itemized and covered periods of a year or more, some- °° ---**:: -: ane = a -7 See ses 
times embracing the figures for flees of from five to fifteen Average $11.06 $16.75 20.24c 11.23c 17.76c 7.90 15.04c 
or more vehicles. These data were analyzed and tabu- *Per passenger. Omitted from average. 
COST OF HAULAGE AND DELIVERY BY MOTOR AND HORSE DRAWN WAGONS. 
Compiled from Records of Twenty-eight Prominent Users of Motor Trucks and Wagons. 
O ‘ . No. of Basis of Dat 
perating Company and, Business. Location. Vehicles. Kind. asis 0 ata. 
1. Abraham & Straus, department store..............:.. Wega, TE. Tica kccccciess Oe cit viteabts 1 year record. 
i ie, ca we cL Nb ae60 cbs os cclc.ce owed I ME a ea sien Oates 1 Gas 
3. Boston Store, The, department store..................! CRICGR, Dk ecetrvsoricesies 1 Elec 
4. Bridgeport Hydraulic Co., contractors................% Bridgeport, Conn........... 2 Gas 9144 mos. record. 
he. a NO NN, cn secs docccnncctncccesed A My wees ke edive oe 6ube — -. eeute 146 ton truck, 1 yr. record. 
6. General Omnibus Co., passengers...............2+ee06: London, England........... 2500 Gas First 3 mos. 1913. 
7% Gimbel Broe., GOMAFtMOMt StOFS. .. 2... ccc cc ccccccces eee MOREE GEN 6 ob sed cs ciose 14 Elec. 6 mos. record. 
8. Gimbel Bros., department store...................e85 ee eee 18 Elec. 6 mos. record, 
D, GGL TePOR.. GOOMFUMIGME BOTS... 2... ccc ccc ccc cicc ccs BE OU GN vc ce destcecevs 1 Gas 6 mos. record, 
10. Gimbel Bros., department store....................6: WU EME sg cece ctcundss 1 Gas 1 year record. 
11. Gimbel Bros., department store....................: Ee TE BG swags 6:3 cccoms 1 Gas 1 year record. 
12. Golden Rule Store, department store.................. ok, a, Mes ko cteses canes 3 Gas 
13. Henry Hanlein & Son, cut atone..........cccecccccees New York City. .......cce.- 2 Gas Garage and taxes omitted. 
ee I ok cccue oe wecccdercccepeceosses ee av oveesedéacts 5 Gas Ry. frt. rate 16c ton-mile. 
Bis Ee a? SINUS 6c 58 4 sBb osc cc bee cccccctscwen EG Sc bid cdc cpencaee 6) 1 Gas 
eel oe oo ace ccwesonse as te Pe, Mads aececsice en 6 Gas 
ay: ee es OI, Coe dn uccccensccdeies eo eee ms 1 Gas 
i ee i ee NE, os ce paccartececeusecies PO, Ps burenceden ee 6 Gas 5 mos. record. 
| ee Ee ee ee ee eee co eky cl ES Ba do se sees 3 Gas 1 year record. 
20. Rothschild Co., Maurice, department store........... | ES SP 6 Gas 
ee a ee es cates ceeds euetnecni S&P errr ey 17 Gas 8 mos. record, 1 truck. 
ee, SIO pwcdecbnesbeccsck wesc atiem eed sees Springfield, Mass........... 1 Gas 11% mos.’ record. 
ee OE OE ee eee ae Maesnvie, Tenn... ..>..<+.. 1 Gas 2 years’ experience. 
a Ms Mw. te Onikg bake eb.o.0 tree utasalrn nh hee Memphis, Tenn............ 1 Gas 2 years’ experience. 
a Og ties ES Memphis, Tenn............ 1 Gas 2 years’ experience. 
ee SOE Be eee, SUTMACET Os. 6.0. cc ccc cece ccsedecness ee Pee ee Oe kik Wace 
27. Stix, Baer & Fuller, bulky goods................5...- pe eo we sD Beet 
i Se ee. SE ee so eeasaseeae div epee CR, Te vsbrsvowv'es’s bess 2 Gas 
a + lls. <n cke een tab «6% 4000s boca ee eet CE, 6. dave wdusheee ces 1 Gas 16 tests. . 
30. United Dressed Beef Co., meats.............6..eeeeeee eet er SESS cocked cade 29 Elec. 7 years’ experience. - 
31. United Dressed Beef Co.. meats................0seeee Be. OE CREP ces vetccdiges +s Gas 7 years’ experience. 
a Sree at Ra, SRURGIPD, 606 csc ccccsvcecsescsesseces a 5 ‘ Gas 
a) ee | es i oc ko dt hie-hé' va. ng aida tg ewe dee end we eeene e beeen aha Elec 
nl Pe he Tek code hake ae ahewemaa ee TGS GET. cw dores.: ciieds 3 Flee. 1 mo.’s record. 
a ne, Ce QUE: ah duids ebwse skemes on epaceccewaeed BED n.cd ban dbbente+eaeus Elec 


RE EE a i eee ORE. 5. nctans-eces enign - Elec. 
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/ Prompt Business Requires 


| | White Trucks | 


OSITIVE service at all hours, in all seasons, long 
hauls or short, heavy loads or light deliveries— 
it is a White Truck that is best fulfilling these 


requirements, somewhere for some owner. 


Where sentiment does not count, facts show that White 
Trucks run farthest and cost least to operate, whether 
per package or per ton. Your business promises will 
not suffer where White Trucks do your hauling and the 
efficiency of your service will be marked. 


Over 4000 White Trucks in Service Today 
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THE WHITE GJ COMPANY 
Manufacturers of Gasoline Motor Cars, Trucks and Taxicabs 
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service with horses and wagons was set opposite the 
figures for motor haulage for comparison. These horse 
costs were given in each case by the companies owning 
the motor vehicles from their own experience with horses 
engaged in the same service, so the comparison is in the 
highest degree fair and reliable. 

The result of this study indicates that the average 
cost of hauling in the city by motor is 11% cents per 
ton-mile, as compared with 17% cents by horse. This 
represents a saving of 36 per cent. The average cost of 
deliveries by department stores, furniture, clothing and 
grocery stores, meat markets and electric light companies 
is shown to be approximately 8 cents by motor and 16 
cents by horse, representing a saving of more than 50 
per cent by the former method. The analysis shows that 
the average cost of operating motor trucks and delivery 
wagons, embracing all sizes of both gasoline and electric 
machines, is $10.97 a day. This covers all items of opera- 
tion and maintenance, such as driver, garage, interest 
and depreciation. The average cost of doing equivalent 
work with horses is $16.75 a day, which represents the 
expense of from two to three wagons, with drivers. Here 
is a saving of more than 34 per cent. 

On this showing it is evident that the motor vehicle 
offers abundant opportunity of reducing transportation 
costs in the immediate future, and that the reduction will 
be very substantial—-from one-third to one-half. 

What the general use of these vehicles will mean 
to a community is indicated by some figures submitted 
by the head of a Chicago cartage company to the Chicago 
Association of Commerce. This report states that more 
than 250,000 tons of freight are hauled through the streets 
of Chicago daily by team and motor truck, and that this 
represents an annual business of more than $60,000,000, or 
about $25 a year for every inhabitant. There are more 
than 50,000 horse-drawn wagons and trucks in use in 
Chicago and about 4,000 motor trucks and wagons. When 
the 50,000 are converted into 20,000 motor vehicles, the 
direct saving in haulage will amount to from $20,000,000 
to $30,000,000, or $8.25 to $12 a year for each inhabitant, 
or about $35 to $50 a year for each family. 

Large as this saving is, it really will be much greater, 
because the reduction of traffic congestion in the streets 
and at freight depots, resulting from the elimination of 
more than half of the vehicles, will so expedite haulage 
that it can be done still cheaper by motor wagons than 
under present conditions. There will also be important 
savings resulting from the real estate now devoted to 
stabling horses and wagons and the storage of hay and 
grain that can be devoted to better purposes, and from 
reduction of street cleaning costs and sickness and mor- 
tality resulting from street filth and the fly pest. The 
aggregate of these savings never has been, and perhaps 
never can be, calculated. 

Another way in which the cost of living is going to 
be cut down by the revolution in road transportation 
methods relates to farm lands. The last government 
census showed that there were 24,000,000 horses and 
mules in the United States. Land equal to the combined 
area of Ohio, Indiana, Illinois and Iowa was required to 
raise the hay, grain and grass to feed these animals, it 
is estimated, yet the horses and mules do not produce 
any human food. In other words, 25 per cent of the total 
value of all agricultural products goes to feed animals 
to furnish transportation and power. Motor vehicles and 
traction engines, which consume gasoline, kerosene, coal 
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and other fuels derived from inedible materials or from 
alcohol distilled from waste vegetable matter, can do most 
of this work and release this tremendous acreage of pro- 
ductive land for the raising of human food. The effect 
that this should have on the cost of foodstuffs is, obvious, 
although it has not been estimated. 

If facts such as these could be impressed sufficiently 
upon our civic authorities, legislators, farmers, highway 
commissioners and industrial and commercial associations, 
the motor vehicle would be recognized as one of the 
greatest boons of the twentieth century, rather than as 
a public nuisance, to be legislated against and looked 
upon as a doubtful economic institution. 


ACTUAL SERVICE OF MOTOR TRUCKS 


The National Carbon Co., Cleveland, O., operates two 
motor trucks, one 5 tons capacity and one of 2 tons. They 
are used for a variety of purposes, delivery pick-up, and 
between warehouse and freighthouse. The same routes 
are ordinarily taken every day. The 2-ton truck aver- 
ages about 18 miles daily on three trips, and the 5-ton 
about 30 miles per day on three trips. The pavements 
are about 50 per cent paving brick and 50 per cent block 
stone. In the course of the ordinary trips there are two 
grades of about 25 per cent and one-eighth mile in 
length, one 35 per cent grade a half mile long. These 
are on lines leading to the boat landings and railroad 
stations from there to the eastern end of the city. There 
are some routes that might be taken in which the grade 
runs from 30 to 35 per cent. 

In the service of the 2-ton truck the first trip in 
the morning is usually made with one or two stops, be- 
ing a trip to the railroad station or boat line pier. The 
remainder of the day’s service is in deliveries all over 
the city, running from 15 to 25 stops per load. 

There are some traffic conditions which cause delays 
en route. After running about two miles from the fac- 
tory it is necessary to stop for signals. There are four 
signal stops in the next two miles, and after that there 
is a stop at every crossing. There is also a delay in 
crossing from the west track to the east side of the 
river, on account of the draw being open. 

The material handled consists of electric light car- 
bons, dry batteries and oil. The trucks are always loaded 
to their full capacity, that is, two tons and five tons. 
The loads consist of a great number and variety of pack- 
ages, varying from ten pounds up to a 1,500-pound drum. 

In loading the barrels and packages are delivered to 
the tailboard of the truck and the driver does the load- 
ing, with the assistance of other employes who are 
occupied in the shipping department. 

This company makes the usual complaint of delays 
at railway terminals, which seriously interfere with the 
efficiency of the service. It seems to them that the rail- 
roads would be assisting in their own business by fur- 
nishing more facilities at the stations, so that loading 
and unloading could be accomplished without so much 
delay, which would, of course, to a great extent, relieve 
much of the congestion that now takes place at freight 
stations, and allow of freight being received with a more 
even distribution throughout the day. 

Platforms at the factory have been arranged so as 
to be even with the bed of the truck, and loading at the 
plant is accomplished with little delay. The cost of 
repairs is found to be about 25*per cent greater than 
during the first year of service. 
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Send for this 
New Catalog 


—gsee how to reduce weighing 
cost and to increase weighing 
efficiency. 


There’s a Kron Scale made to fit the 
requirements of your business. ‘This 
new catalog shows just how it looks 
and tells exactly what it will do. 

It will suggest to you a way of saving 
hundreds, or possibly thousands, of 
dollars each year. It will show you 
how to get the exact weight every time 
—and in the least time. 


Meantime, while you are waiting for your catalog, consider these facts: 
A Kron Scale weighs in less than one-third the time required by the old beam 
scale—you just “Load and Look,” no time is required fumbling with weights 
and poise—you can weigh 10 lbs. and 500 Ibs. one right after the other. The 


Kron Scale is the chosen scale of big express companies, railroads, packers and 
industrial plants, because it is accurate and quick under the hardest daily usage, 


The movement of the pointer on this scale is 
automatically controlled by a compressed-air de- 
vice. Dial mechanism is entirely free from knife- 
edges, pivots and springs. All materials used are 
of the best grade, carefully selected. The Kron is 
built throughout for long, efficient service. 


You are urged to send for your catalog 
today. 


You cannot begin too soon to stop wasteful 
weighing and possible short-weights or over- 
weights. Write today. 


American Kron Scale Co. Boe 


39 Cortlandt St., New York 


Western Representative 


Spencer Otis ‘Company 
Railway Exchange Bldg. 
CHICAGO 
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FREE RIGHT-OF-WAY FARMS 





The Chicago & Northwestern Railway has much of 
the right-of-way, particularly along the lines reaching to 
Hastings and Superior, Neb., along the South Platte 
River, turned over to farmers living tributary to these 
lines for the purpose of raising alfalfa. 

This arrangement has been existing for the past five 
years, during which time 100 leases have been effected, 
covering about 400 acres of ground. 

In the beginning farmers were slow to take advan- 
tage of this opportunity, for alfalfa growing at that time 
was, comparatively speaking, hardly known. With the 
great increase in popularity of this wonderful forage 
plant, however, the applications for leases are increasing. 

No fee is charged farmers for the use of the ground, 
but it is reserved for those living along the line of the 
Chicago & Northwestern Railway. 

This innovation has created a spirit of good-will be- 
tween the railroad and the farmers interested, which 
could not be obtained in any other way. In addition, it 
has aided the industrious farmers financially, and has 
beautified and improved the right-of-way by eliminating 
obnoxious weeds and presenting a cultivated and pleasing 
appearance. 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 159 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups from Sept. 12, 1912, to Jan. 1, 1914. 

Total surplus—Jan, 1, 1914, 190,521 cars; Dec. 15, 
1913, 107,513 cars; Dec. 31, 1912, 50,659 cars. 

Compared with the preceding period, there is an in- 
crease of 83,008 cars, of which 30,669 is in box, 4,268 
in flat, 36,100 in coal and gondola and 11,971 in miscel- 
laneous car surplus. The increase in box car surplus is in 
groups 2 (New York, New Jersey, Delaware, Maryland and 
eastern Pennsylvania), 3 (Ohio, Indiana, Michigan and west- 
ern Pennsylvania), 4 (the Virginias and Carolinas), 5 (Ken- 
tucky, Tennessee, Mississippi, Alabama, Georgia and 
Florida) 7 (Montana, Wyoming and the Dakotas), 8 
(Kansas, Colorado, Oklahoma, Missouri and Arkansas), 
9 (Texas, Louisiana and Mexico), 10 (Washington, Oregon, 
Idaho, California, Nevada and Arizona) and 11 (Canadian 
lines). The increase in flat car surplus is in groups 1 
(New England lines), 2, 3, 4, 5, 8, 9, 10 and 11 (as above) 
and 6 (Iowa, Illinois, Wisconsin and Minnesota). The 
increase in coal and gondola car surplus is in all groups 
except 6, 9 and 11 (as above). The increase in miscel- 
laneous car surplus is in all groups (as above). 

Total shortage—Jan. 1, 1914, 1,671 cars; Dec. 15, 
1913, 5,968 cars; Dec. 31, 1912, 33,601 cars. 

Compared with the ‘preceding period, there is a de- 
crease in the total car shortage of 4,297 cars, of which 
1,669 is in box, 2,238 in coal and gondola, 2,018 in mis- 
cellaneous and an increase of 42 in flat car shortage. 
The decrease in box car shortage is in all groups except 
2 (as above). The decrease in coal and gondola car 
shortage is in groups 4, 5, 7, 8 and 10 (as above). The 
decrease in miscellaneous car shortage is in all groups 
except 2 and 9 (as above). The increase in flat car 
shortage is in group 8 (as above). 

Compared with the corresponding period of last year, 
there is an inerease in the total car surplus of 139,862 
cars, of which 60,747 is in box, 6,454 in flat, 55,712 in 
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coal and gondola, and 16,949 in miscellaneous car surplu 

There is a decrease in the total car shortage of 31,93 

cars, of which 23,026 is in box, 2,317 in flat, 4,679 in co: 

and gondola and 1,908 in miscellaneous car shortage. 
Detail figures follow: 


SURPLUSES. 


Coal, 
Gondola 
and Other 
Date. Box Flat. Hopper. Kinds. Tota 
Jan, Lh, 2066. .2sx%0eee 73,825 10.535 72,535 33,626 190,52 
a SS ee 43,156 6,267 36,435 21,655 107,51 
Dec. ee eee 26,191 4,640 17,621 19,014 67,46 
Nov. Re Sees. Epodrs 13,229 3,372 6,720 14,955 38,275 
Oct. te Webecsrvennan 16,087 3,164 7,953 14,790 41,994 
Sept. 1, 3918..cesscte Ge 4,148 8,689 17,747 73,576 
aoe, 1, 2 ae 32,673 2,788 8,810 | 25,445 69,716 
June 30, 1913... cesee 34,685 3,084 11,055 21,916 70,740 
May $1, Weeescesccsci 23,849 3,172 11,601 21,669 60,291 
May 1, :360piser<skia 18,350 3.059 12,243 20,325 53,977 
Apel 31; Deaisuetass 23,043 4,071 20,209 21,469 68,792 
March 3, 10ebsccccssss 15,967 4,650 18,039 19,873 58,529 
Feb. 4, Dilbeecsacrse 23,000 5,156 16,897 16,992 62,045 
ae | ee 13,078 4,081 16,823 16,677 50,659 
Mov, OR meeetessecne 5,482 2,919 7,599 10,135 26,135 
Nov. ee Sea 2,632 1,551 7,262 8,452 19,897 
aaa — ae 4,701 1,079 6,491 10,539 22,810 
Sept. Fe; Bees ktessscs 7,906 1,285 5,310 12,879 27,38 
SHORTAGES. 
Coal, 
Gondola 
and Other 
Date Box. Flat. Hopper. Kinds 
Jan. De nee b acess 1,070 434 57 110 
Te Ree 2,739 392 2,295 542 
Dec. Ra: Sains. 6464 3,699 482 5.095 936 
Nov i eee 1,531 12,595 3,074 
Oct. Se ay ness 17,278 1,957 10,393 1,992 
Sept. ig = ee 7,627 1,766 5,209 668 
Aug. ee Ce ah wa a 5,589 1,332 4,029 311 
Je BR USER. a wiccces Bee 1,470 2,821 383 
| A ee): Fe 4,163 1,656 3,109 455 
May A ess sees é 7,154 2,046 3,733 1,245 
 & * ea 7,050 1,277 1,400 1,127 
Paes By Beavis cw'vces 17,645 3,623 3,355 2,525 
Feb. a) Sn di delle ds orl is 16,693 1,868 4,720 1,504 
Dec. $1, 1912......... 34,006 2,751 4,736 2,018 
Nov. 30, 1912......... 38,723 4,382 12,778 6,653 
Nov. oe Be ses ess . 46,463 5,164 14,811 4,718 
Oct. a eee 4,076 14,897 2,667 
Sept. 12, 1912......... 22,887 3,182 8,331 1,650 








THE ILLINOIS COMMISSION 





The Railroad and Warehouse Commission of Illinoi 
passed out of existence by limitation Dec. 31, 1913, and 
on Jan. 1, 1914, the State Public Utilities Commission o 
Illinois came into power by virtue of the new statut« 

Among the first matters dealt with by the new board 
were the consideration of uniform express scale an 
regulations, postponement of regular meeting to consid¢ 
matters in relation to changes in classification from Ja: 
14 to Feb. 18, with other matters now on the docket fo 
the January meeting to be taken up at that time. Th: 
commission has also continued the suspension order of th 
old railroad and warehouse commission in the matter o! 
increase of 1 cent per 100 on grain moving in state o 
Illinois, with notice of a meeting to hear the case o: 
its merits Feb. 3 at the commission’s office in Spring 
field. Suspension order continues until Feb. 23. 


KANSAS CITY TRAFFIC CLUB, 


The Kansas City Traffic Club was organized recent! 
at a meeting at the Hotel Baltimore. The membershi 
is composed of traffic officials of railroads and mercantil: 
companies. The club has made no arrangements for : 
home. The following officials were elected: President 
Joseph A. Tapee, Morris & Cox; first vice-president, F. C 
Cole, New York Central Lines in Kansas City; secon 
vice-president, H. E. Heller, Burlington; secretary-treas 
urer, A. A. Wild, Merchants’ traffic manager. Directors 
J. C. Swift, live stock commission dealer; H. G. Wilson 
transportation commissioner for the Commercial Club 
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ABITA SPRINGS COVINGTON MANDEVILLE 


ANS GREAT NORT 
NEW ORLE “OZONE ROUTE” HERN R. R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ann WEST anv FOREIGN 
PORTS via NEW ORLEANS, “Panama CANAL” 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia—Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Ni 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mezico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railwa 

AT PUERTO BARRIOS — for Ticcteenat City and other 
points on the Guatemala Railway. 







































Become a Necessity 













































The Revolvator Has 
| 
| 







You never needed a typewriter until you tried one, or a 
q The opening of the CANAL will see the greatest changes in telephone until you had one put in. 
the commercial routes of the world that have ever been known, Perhaps you do not think you need a Rerolvator in your 
and every Traffic Man owes it to himself to see it before the storeroom or warehouse, to tier your rolls and reams of 
water is turned in. paper, but many of your competitors who tried chem, 
found them a necessity, for the simple reason that the 
q Take one of the big air-cooled steamers of our GREAT Revolvator cuts down labor bills and at the same time 
WHITE FLEET this winter and go to Panama. You will increases the capacity of storerooms by permitting of more 
enjoy every moment of the trip. compact storing of material. 
If you want to know how other plants save money in 
Our illustrated booklets tell the whole story. Ask any TICKET handling, ask for a copy of our book T. W. 18, “Scientific 
or TOURIST AGENT for a copy, or write to us Tiering.”’ 
M. HARTMANN, Western Passenger Agent . Y. Revolving Portable Elevator Co. 
444 Commercial National Bank Building, Chicago, Lil. 
364 GARFIELD AVE., JERSEY CITY, N., J. 
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Pier 5 North arves, +; Philadelphia Pa. Pier! ees Md. Dr ed 
626-630 Orleans, La 


Common Street, New 





ia 


tM THE TRAFFIC. WORLD Vol. XHI, No 


Cc. W. Lonsdale, J. F. Holden, vice-president and traffic 

manager of the Kansas City Southern Railway; J. S. 

Adsit, D. W. Rider, E. V. Hoffman and J. L. Sweeney. 
INDIANAPOLIS TRANSPORTATION CLUB. 

The Transportation Club of Indianapolis has elected 
the following officers for 1914: President, M. R. Maxwell, 
G. F. A., L. E. & W.: first vice-president, E. C. Merritt, 
T. M., Indianapolis Abattoir Co.; second vice-president, 
William Thorn, C. A., Vandalia R. R.; third vice-president, 


J. L. Keach, commission merchant; secretary-treasurer, 


L. E. Stone, C. A., the Central States Despatch. Directors, 
1914—J. L. Ketcham, the Travelers’ Ins. Co.; W. M. Hol- 
land, T. M., the Van Camp Packing Co.; B. T. Brecken- 
ridge, C. A., I, C., Evansville, Ind.; J. A. Benell, T. F. A., 
Rock Island lines; W. S. Parkhurst, G. F. A., C. IL. Ry., 
Anderson, Ind. Directors, 1914-1915—L. L. Fellows, C. A. 
L. E. & W. Ry.; C. R. Lewis, D. F. A., Big Four; J. W. 
Korn, T. M., Eli Lilly & Co.; J. R. Cavanagh, S. C. S., 
Big Four; G. F. Meyer, A. B. Meyer & Co. Directors, 
1914-1915-1916—S. S. Shambaugh, assistant treasurer, the 
Kokomo Steel & Wire Co., Kokomo, Ind. 


PHILADELPHIA TRAFFIC CLUB. 


The Traffic Club of Philadelphia announces the fol- 
lowing speakers for the annual dinner, which is to be 
held January 13, at the Bellevue-Stratford Hotel, at 6:30 
p, m.: Hon. E. E. Clark, chairman, Interstate Commerce 
Commission; Hon. Wm. M. Bunn, ex-governor, Idaho; 
E. V. P. Ritter, president, Merchants’ and Manufacturers’ 
Exchange, New York. E. J. Cattell will act as toast- 
master. 


NEW PORT FACILITIES. 

The Canadian government is planning to build at 
Levis, on the St. Lawrence, a drydock of the following 
dimensions: Length 1,160 feet, width of entrance 120 
feet, depth of sill at ordinary high water 40 feet. It will 
be the largest in existence, according to the American 
Machinist, and will be divided into two sections, 600 and 
500 feet long, respectively. Boston also is shortly to 
have two drydocks capable of receiving the largest boats, 
though these will not be quite the equal in size of the 
Canadian dock. They are to cost approximately $3,000,000 
and the Cunard, International Mercantile Marine and Ham- 
burg-American lines are to subscribe $50,000 a year for 
20 years for their use. 





ASK ADVANCE FOR TAP-LINE CASES. 

As agreed upon by everybody concerned, the motion 
to advance the tap-line cases was made in the Supreme 
Court on Monday afternoon by the attorney-general, in 
behalf of the department of justice, the Interstate Com- 
merce Commission and the tap-line interests. When the 
court advances the cases, if it does, the Commission will 
definitely announce the time for rehearing and reargu- 
ment in that matter, so that if it is mecessary for the 
Commission to change its order, it may do so. 





Tank Cars For Rent 
Kentucky Refining Company 


Louisville, Kentucky 


‘ x .?) TS/N\T x my 
CARRIERS ANNOUNCEMENTS 

Chicago, Racine & Milwaukee Line announces dai 
sailings the year round between the three cities name 
The company claims to have the largest steamboat war: 
house and loading platform in Chicago and to give ey 
press service at freight rates. The docks at the eas 
end of Austin avenue are 450 feet long and 140 feet wid« 
affording excellent facilities for the prompt handling o 
freight. 





Lake Erie, Franklin & Clarion Railroad announce 
that, by joint agreement of consolidation and merge! 
between the Pennsylvania Southern, Pennsylvania North 
ern and Pittsburgh, Clarion & Franklin, a new corpora 
tion has been formed, bearing title of the Lake Eri¢ 
Franklin & Clarion Railroad Co. 

The line of road heretofore operated in the name ov! 
the Pennsylvania Southern will hereafter be operated by 
the Lake Erie, Franklin & Clarion. The headquarters 
of the new company will be at Franklin, Pa., and its 
business will be conducted by the following officers 
Charles Miller, president, Franklin, Pa.; G. F. Proudfoot 
assistant to president and purchasing agent, Franklin 
Pa.; J. T. Odell, vice-president, 55 Liberty street, New 
York City; H. H. Hughes, auditor, treasurer and general 
freight and passenger agent, Franklin, Pa.; Theo. L. Wil 
son, secretary, Clarion, Pa. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—By young man. Grew up on 
small railroad. Has held positions of accountant, ticket 
auditor, traveling auditor, auditor, car accountant, assisi 
ant to general agent, bill clerk, local agent and assistan! 
to superintendent. Also been traffic manager for two 
large manufacturing concerns and one commercial club 
Would make excellent secretary or chief clerk for rail 
road official or easily take charge of traffic department 
of large shipper. Best of reference and record as to past 
Address D-401, Traffic World. 
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Want TRAFFIC MANAGER with good general traffic 
experience to handle this department for paper and bag 
manufacturing company, located in New England. Thi 
position is to be combined with general office work 
Excellent possibilities for proper man. Office location i1 
New York City. A. G.-101, The Traffic World, Chicago 


ATTENTION SHIPPERS! 


{| The Toledo, St. Louis & Western Railroad Co. 
(Clover Leaf Route) announces the completion of 
its new Fire Proof Storage Warehouse at East St. 
Louis, Il. 

{| The location is central, thus affording quick deliv- 
eries to connections, and St. Louis trade. 

{| Will lease sectional space on reasonable terms. 
{| For particulars please address Mr. R. L. Dore, 
Ass’t General Freight Agent, Toledo, St. Louis & 
Western Railroad Co., Pierce Building, St. Louis, 
Mo. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 









H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Charles Conradis 


Practices before the 
| Interstate Commerce Commission 
| 418-430 South Market St., Chicago 



















506-7-8-9-10 Colorado Bldg., Washington, D. C. 






Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg.; Washington, D. C. 

































Hal H. Smith 


(Beaumont, Smith & Harris) 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, IIl. 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 























Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Blidg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


C. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 



















Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 

























WILLIAM C. COWLING 
Attorney at Law and Commerce Counsel. Special 

attention given to rate and interstate commerce 

cases. Competent corps of traffic experts in con- 

nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 

526-28 Wells Bldg., Milwaukee, Wis. 












H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 







Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Specia] Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 











en WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 







M. W. Borders Luther M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 
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THE TRAFFIC WORLD 





The Traffic World’s 


Free Commercial Service 


The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which will add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person mak- 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 


The Traffic World will endeavor 
to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best able 
to answer questions on the follow- 
ing subjects: 


Pret Track pee ieee 

reight Handling Appliances and Met 

Packing Materials and Methods 

Location of Industries 

Handling of rt Shipments 

Warehousing, F orwarding and Customs Brokerage 
Office Equipment and Methods 


This service will be conducted promptly, 
along broad lines, and absolutely without 
bias of any sort. Simply address an inquiry 
to The Traffic World, which is the natural 
clearing house for information on these sub- 
jects, and let us do the searching. 
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ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Specialty 
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SAVE MONEY ON 
SHIPMENTS to CLEVELAND} 


THE ONLY WAY 


To Obtain 


Lowest Cartage Charges, Quickest and Most Con- 
venient Delivery, Best Through Routing 








is to have actual and positive knowledge of the 
layout of the city, and location of its industries, 
and carriers’ facilities. This information is 
provided in 


THE RAILROAD AND INDUSTRIAL 
MAP OF CLEVELAND 


Compiled by D. F. HURD, 
Traffic Commissioner, Cleveland Chamber of Commerce 

















A complete, authoritative, practical traffic 
map. A limited number of copies of this map 
have been obtained for distribution among its 
subscribers by The Traffic World. Please 
order at once. 








On bond gaper, size 36x5C scale 2% inches o the mile 
price $1.50. On linen-back paper, $2.50 : 





THE TRAFFIC WORLD, 418 So. Market St., Chicago 
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THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject ae 






and are reaching out for such trade. A competent Forwarding Agent can be 2 
of material assistance to manufacturers. z 
We quote rates of Freight and Marine Insurance to all places abroad and shall i 





gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 4 
G. W. SHELDON & CO., Chicago, \New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 4 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 
Huguenot Express Co. Buffalo Storage & Carting Co. 


NEW YORK, N. Y. BUFFALO, N. Y. 


624 West Thirty-sixth St. Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments frum out 
of town a specialty; up-to-date facilities for storage 
and distribution. 






































350-356 Seneca St. ‘“‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


















Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 









Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bldg. Carload distribution to all rail- 
roads at Chicago without teams; L. C. L. shipments of 
machimery forwarded at reduced rates to all principal 
western and Pacific Coast points. 











Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 






Ashley Warehouse Co. 


ST. LOUIS, MO. 













Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended te. 
Insurance, 18c. Track connections. 













LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS Vash kt eee me. F ores 


, Secy. 
The National Industrial Traffic League. S8terlin Manufacturers’ and Shi rs’ — 
Object—The object of this league is Auaowation. In charge of traffie’ in- 7: Mag nn mg Club *., Louisville. 











to interchange ideas concerning traffic dustries located at Sterling and Rock L. ederer, Pres.; 9. J. McBride, 

matters, to co-operate with the Inter- Falls, Il. W. P. Benson, President; H. Secy. 

state Commerce Commission, state rail- H. Wood, Vice- President; W. J. Bur- bd Transportation Ciub of Toledo. EB 
commissions and transportation leigh, Secretary- Treasurer; W. E. Long, . Ryan, Pres.; J. S. Marks, Secy. : 

companies in promoting and securing Traffic Manager. ial Traffic Club of Newark. H. B. RB Bi 









better understanding by the public and Potter, Pres.; J. J. Kautzmann, Secy. 


the state and national governments Of the Memphis Freight Bureau. L. R. 
the needs of the traffic world; to secure Donelson, Pres.; W. G. Thomas, Vice- VWieas pears >. * silos, oa D 






wae 


























proper legislation where deemed neces- ; 
sary, and the modification of present eke heer Davant, Commissioner, the Transportation Club of Detroit, Mich. 
laws where considered harmful to the , 2 Sidney A. Jones, Pres.; W. R,. Hurley, 
oe a — re = —_ BEE, Secy. 
view to advance fair dealing an Transportation Club of San Fran “gS 
promote. conserve and protect the com- TRAFFIC CLUBS F. urgin, aaa, ny —e” eae 
mercial and transportation interests. National Federation of Traffic and Trans- Secy. 
Headquarters, Tacoma Bldg., 5 North portation Clubs. J. V. Zartman, Pres.; . The Rallroad Club of Kansas City, Mo. 
La Salle St., Chicago. Carl K. Landes, Secy, - = Stroud, Pres.; Claude Manlove. 
Officers The ne Transportation Association. 
‘ : ; Ray F. Clark, Pres.; H. E. MacNiven, The Traffic and Transportation Ciub of 
H. G. Wilson........: oe _..+.President Secy. Birmingham. A. W. Carey, Pres.; 
Commissioner, Transportation Bureau of The Traffic Club of New York. A. F. H. Knight, Secy. 
Commercial Club, Kansas City, Mo. Mack, Pres.; C. A. Swope, Secy. The Traffic Club of Minneapolis. F. B 
Fe TARUF uccis cc ccbceceses Vice-President Brooklyn Trame Club (Iinc.), H. L. Wil- x Pool, Fron F. S. Resne, Bee’ sa 
iss ight d Traffic Di- lard, Pres.; C, I. Darcy, Secy. alt Lake vemos ation u 
ae = ey er Me, a gs Bn The Spokane Transportation Club. Chas. Davis, Pres.; R. E. Rowland, Secy. 
apolis, Ind. W. Colby, Pres. Traffic Club of Milwaukee. Wm. P. 
Oscar F. Bell........ Secretary-Treasurer The Traffic Club of Chicago. Guy S. O’Connor, Pres.; C. C. Lioyd, Secy. 
T. M. Crane Co., 836 South Michigan McCabe, Pres.; W. H. Wharton, Secy. Transportation Club of Lima, 0. Lloyd 
Ave., Cateage, Til. ho # The Traffic Club of Dallas, Tex. T. EB. .. = Sherrick, Pres.; D. L. Rupert, Secy.- 
David P. Chindblom...... sst. Secretary Jackson, Pres.: G. S. Maxwell, Secy. 
5 N i . . c j r ! 
5 North La Salle St., Chicago. The Traffic Club of Philadelphia. Harry Grand | Rapids T ae ee ee 
Natlonal Implement and Vehicle Assocla- em Pres.; C. 'W. Summerfield, Bale, Secy. 
tion. W. J. Evans, Freight Traf. Mer., y Transportation Club of ay ae RR, M 
American Trust Bldg., Chicago, Ill: The Traffic Club of St. Louis. R. K. Field, Pres.; A. S. Howells, 





Ss saehniasandie Pretty, Pres.; W. S. Crilly, Secy-Treas. Traffic Club of Cleveland. De F. Hurd, 
Nationa! League of Commission Mer- The Traffic Ciub of Pittsbur e E. C. Pres.; W. V. Bishop, Secy. 










h ited States. J. J. Castel- Sattley, Pres.; D. L. Wells, Traffic Club of Erle, Pa. Edwin H. Bre- 
hn Sacckamartl O.: R. S. French, The Transportation Club of Indiana olis. villier, Pres.; M. Ww. Eismann, Secy. 
Business Manager, 202-204 Franklin St., S. 8S. Shambaugh, Pres.; L. one, Los Aneanee Traffe Association, Los An- 
New York. Secy. = 8S. Blair, Pres.; C. B 
SS. Trame wom x or “s “~ eae T ins, gees Treas k Ile, FI A. W 
North Ine Manufacturers’ Associa- am W. Manning es.; C. A. Ander- raffic Club of Jacksonville, Fla. ‘ 4 
won. “H. *s. “childs, Secy., Minneapolis, son, Secy. Fritot, Pres.; Chas. A. Bland Secv. ia 
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THE TRAFFIC WORLD 


Standard Freight Claim Forms 


AS APPROVED BY 






THE FREICHT CLAIM ASSOCIATION 


THE VIRCINIA CLAIM CONFERENCE 







NATIONAL INDUSTRIAL TRAFFIC LEACUE 


THE NATIONAL ASSOCIATION OF RAILWAY COMMISSIONERS 


AND THE 


INTERSTATE COMMERCE COMMISSION: 







Will Greatly Facilitate. the Handling of Your Claims 








Mr. W. P. Taylor, Secretary of The Freight Claim Association,’ says:—“Inasmuch 
as it is earnestly desired that these forms be put into universal use, your co-opera- 
tion to the fullest consistent extent, with this end in view, will, of course, be much 
appreciated. It is felt that the use of these forms will be equally beneficial to the 
carriers and the claimants, as, by facilitating the adjustment of claims, they will 
remove what has heretofore been a cause for frequent complaint.” 












TWO KINDS: OVERCHARGE AND LOSS AND DAMAGE 


SCHEDULE OF PRICES 







ee i oe A as a $ 2.00 Delivered 







pr er ye 3.75 Delivered 
EER ons sc ca bh cpeea ae 7.50 Delivered 
Re PIER wid sn oes os ea’ 12.00 F. O. B. Chicago 
RN IN bik nas 8 as bn Ve ois 17.00 F. O. B. Chicago 
ee roe 35.00 F. O. B. Chicago 






If you need the forms why not get them at headquarters for traffic 
supplies? Then you will know thatjthey are 
absolutely standard. 







READY FOR PROMPT SHIPMENT. 





THE TRAFFIC SERVICE BUREAU, 418 South Market Street, CHICAGO 
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